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Traffic Relief Study 
Needs Railway Man’s Counsel 


\OME street railway men are taking the position 
that traffic relief measures inimical to the interest 
of the railway are less likely to be passed if they keep 
out of any active part in the considerations of this 
pressing question. It seems to the JOURNAL that this 
line of reasoning is very shallow and is indeed a deser- 
tion of the obligations to patrons and stockholders. 
There are.several reasons why railway men should 
take an active if notaleading part. From the standpoint 
of the number .of people affected, the railway is four 
_ times as much concerned in traffic regulations as is any 
_ other interest. -It is the railway man’s responsibility 
to work for the-best possible measures for the car 
riders, for the car riders are not organized in any way 
as are the automobile owners, the merchants, etc., each 
of which groups seeks to get that measure which most 
favors it. Furthermore, the “railway man is_ better 
qualified by experience to suggest solutions and to point 
out the weaknesses of the many scatter-brain ideas 
that are put forth than almost any other person in the 
| community. He knows the cost of putting the railway 
underground and of other extravagant proposals and the 
difficulty of financing such projects. 


two.or three thousand autoists or fifteen or twenty 


_man sits back and lets things take their course? - - 


Early Attitude Toward the Bus 
Now a Handicap 


T IS BECOMING increasingly evident how unfor- 

tunate it was that electric railway men by their early 
Wititude permitted the public to get the impression that 
‘railway and bus are essentially antagonists. The 
‘Majority of railway men have now come around to the 
‘point of view that the bus is a useful. ally, though 
obviously there are many injustices in its present use 
that remain to be worked out. But the large majority 
at first took a decidedly antagonistic view of the bus, 
‘inspired largely by the irresponsible and cut-throat 
|jitney competition which in many instances was the 
forerunner of the bus as it is known today, and the idea 
of this clash continues in the public mind. Had they: at. 
first welcomed the bus as a new tool that could be experi- 
mented with, looking toward the possibility of increas- 
ing the range of service to the public, the battle of the 


public conception of the situation. 


la 
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. The facts the railway man can supply to show just- 
how a bad measure would make ten thousand car riders. 
suffer in delay and slow running in order to benefit. 


merchants would seem to be.convincing argument for- 
giving preference to that other plan which would speed: 
up the street cars.and probably all other traffic -too.. 
Who else is there to bring out these facts if the railway. 


> 


bus and the railway would never have existed in the- 


Qur problem now is to live down this reputation as 
rapidly as possible and to show the public that bus and 
railway are natural allies, by and large, not enemies, 
and that we as transportation men are ready to use any- 
thing that will aid in providing the complete transporta- 
tion service of the community. We ought not to be 
waiting for demands for bus service. We should be 
trying out the bus to see if it can be effectively used in 
some types of service. It would be better to show by 
demonstration that it is not wanted, or is not practical, 
than simply to try to tell the public without an actual 
demonstration that the bus cannot do any better work or 
supply any improvements to the service. Whether true 
or not, the people generally think the bus is an improve- 
ment over the street car, and there is only one good way 
to prevent them from giving permits to bus competitors 
in carrying out this impression. That is for the rail- 
way itself to take the lead in the advent of the bus. 

With the idea in mind of building the correct impres- 
sion as of today in regard to the attitude of railway 
men toward the bus, it may be preferable to have the 
buses operated by and in the name of the railway rather 
than to form a bus subsidiary with the relation between 
the two somewhat obscure in the public mind. 


What Kind of Meat 
Does Cesar Kat? 


NOTHER Charles A. Coffin prize has been won by 
a company of. which Britton I. Budd is president. 
Last. October the Chicago, North Shore & Milwaukee 
Railroad won the prize at the electric railway conven- 
tion. Now, at the electric light convention last week, 
the Public Service Company of Northern Illinois was 
presented with the gold medal for distinguished accom- 
plishment in the light and power field. Surely there 
must be something of outstanding genius in this 
executive’s ability to conduct the affairs of large util- 
ities. What is it? . What is this man’s formula? What 
peculiar gift has he that brings him these honors? 

No one thing could be pointed out as more nearly 
answering these questions than that it is his keen sense 
of what constitutes good service and how to sell it. 
Good service in itself begets good public relations. 
And then to know how to sell it is to insure success 
to the company. 

Another attribute which contributes to the success 
of Mr. Budd’s companies is his progressiveness. There 
is never a time in his official family that there is not 
some new development on foot, looking toward improve- 
ment. of. service, or enhancement of the company’s 
ability to serve. Just now, for example, the Chicago 
Ranid Transit Company organization is attracting 
widespread interest in railway and financial circles by 


838 


ELECTRIC RAILWAY JOURNAL 


Vol. 68, No. 22 


its campaign to sell $5,000,000 of 7.8 per cent prior 
preferred stock to employees and patrons. While the 
financial record of the elevated lines has not been 
attractive, this campaign will probably go “over the 
top.” In the background of this effort, however, has 
been his program, long and difficult, of working out a 
new financial structure for the elevated lines, including 
a consolidation of them and a reduction in capitaliza- 
tion of the new company to an amount within the 
accepted present valuation. 

Then again, while Mr. Budd is frequently referred to 
in the industry journals because of some new orig- 
inal idea that has been put into effect, proved practices 
developed anywhere for doing the job in any department 
better or with less expenditure are utilized and actively 
pushed in the Budd organizations. This, of course, 
reflects another principal reason for his success—his 
gift of surrounding himself with able assistants, who 
have the confidence in him and the ability to see all 
these things through. And it isn’t all easy sailing, by 
any means. But the will and courage to keep pro- 
gressing are building results that tell. 


The Large City Is 
a Product of Transportation 


HERE will be a population of 8% millions of people 

in New York City in 1940, and 123 millions in 1960, 
according to recent estimates of the engineers of the 
New York Telephone Company. It is staggering to 
think of these increases from the six millions living in 
the city in 1924. But the estimates of these engineers 
are noteworthy for their accuracy, and there seems no 
reason to doubt them. 

In the case of New York, as of any other American 
city, the only thing that permits the congregation of 
such vast hordes within the confines of a small area is 
mass transportation of the most intensive type. Sub- 
way, elevated, surface car, bus, steam railroad—all are 
needed to bring the people together to the places where 
they work and where they live. ‘Manifestly it is im- 
possible, in the American type of city, to house so many 
people within walking distance of their work, and rapid 
transit lines must be prepared to carry them consider- 
able distances. 

To keep up the growth of the city a corresponding 
expansion of rapid transit facilities is essential. In 
many cities the transit facilities are now used to capac- 
ity, and further city growth is being stunted on account 
of this. ; 

Transit can be provided only if it can be made self- 
sustaining, or else subsidized. With fares held to a 
point where the companies can barely make both ends 
meet, no new capital is forthcoming, and facilities can- 
not be extended. Obstructionist tactics on the part of 
misguided city governments that put politics and con- 
venient issues above true effort toward relief for the 
public may help the officeholders temporarily, but in the 
long run they will only harm the cities they say they 
are so anxious to. serve. Civic bodies and public- 
spirited men generally should get together and work 
to provide the transit facilities that are so essential 
to the growth and prosperity of the cities, and above 
all to see that the companies which struggle with these 
great transportation tasks are given a fair chance to 
work out their problems, for the benefit of the whole 
community as well as the railway. 


After the 
Safety Parade—What? 


SPIRIT of carefulness, a sense of responsibility 

and a feeling for others are indissoluble and in- 
valuable qualities, usually innate, but ofttimes acquired. 
The outside influences which have some bearing on the 
acquisition of the virtue of prudence are as great in 
number and diverse in character as are the patients in 
need of this cure. With these considerations in mind it 
is to be hoped that some of the irresponsibles were on 
Fifth Avenue, New York, Saturday, May 17, when a 
“Safety First’? drama was enacted, under Barron Collier 
as grand marshal, unfolding the story of “taking a 
chance,” “stepping on the gas” and “it’s up to the other 
fellow,” with the sickening results before the spectators’ 
very eyes of wrecked property, maimed bodies and 
crushed spirits. 

Such revolting pictures have been depicted for many 
years by safety organizations in various communities 
in an effort to bring home to those not naturally en- 
dowed with the doctrine of “Watch Your Step” that 
the high cost of heedlessness and carelessness is some-' 
times misery for those sinned against and often ruin’ 
for the sinners. Such influences as slogans, safety 
meetings and parades have without question brought 
more than satisfying results—a fact which is especially 
evidenced by the accident records of many railways. 

However, the loss of life due to accidents continues 
so appalling that there must still remain in the ranks 
of the reckless many who view a parade in a detached 
way, hear the band with insensitive ears and find only 
humor in the harrowing scenes depicted on the floats. 
Although this type of offender, who willingly and unwit- 
tingly “carries on” in his rash way, is always a 
cause of solicitude, yet when he consistently and per- 
sistently follows a speed program he eventually elimi- 
nates himself from consideration. Rather are we 
concerned with the emotional lawbreaker who at least 
makes a resolve, weak though it be, to mend his careless’ 
practices. Here the outside influence in the form of a 
parade or a slogan finds a fitting subject to whom to 
impart the lesson of vigilance and discretion. If that 
subject, at the next psychological occasion, remembers 
the lesson of the safety spectacle, then all the timed 
energy and money expended are well rewarded. 
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The Old Idea About / 
Salaries Is Passé I 


HERE used to prevail a fairly definite reason for 
the great disparity between the salary of the gen- 
eral manager of the electric railway and that of his 
principal assistants. The thought was general a 
holding company executives and boards of directors 
that if there were high salaried assistants, then there 
was not justification for as high a salary for the com-— 
pany head. So the manager held his subordinates down. 
Whether for the same reason or not, this policy con- 
tinues to be in evidence, though low pay is quite out of 
harmony with present-day thinking that the utility 
executive’s best prospect of success is to surround him- 
self with the ablest assistants available. The utility 
business these days is so difficult and involved that it 
calls for specialists of high calibre, and to retain such 
men requires better compensation than commonly 
prevails. What the industry is most in need of nowa- 
days is more outstanding ability and less mediocrity. 
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Kaw Valley Line Is 
Working Out Extensive Freight Facilities 


Through the Purchase and Development of the Kansas City Terminal Property 
of the Orient Railway, the Kansas City, Kaw Valley & Western Railroad Is 
in a Strategic Position to Handle Freight Through the Kansas City District 


Over 600,000 Cu.Yd. of Material Had Been Removed at the Summit of the Divide Between the Missouri and Kaw Valleys at the 
Time the New Right-of-Way Was Purchased 
The cut is 65 ft. deep and extends for a maximum width of 400 ft. because of slides. 
The snow line at the left and the house at the right mark the limits of the excavation. 


terminal properties of the bankrupt Orient Rail- 

way by the Kansas City, Kaw Valley & Western 
Railroad, the latter has been making extensive devel- 
opments on the new property which will ultimately put 
it into a strategic position in the Kansas City freight 
terminal district. A subsidiary organization, known as 
the Kansas & Missouri Railway and Terminal Company, 
has been organized to take over and develop the old 
right-of-way of the Kansas City, Mexico & Orient Rail- 
road, connecting the valleys of the Missouri and Kaw 
Rivers through Kansas City, Kan. Approximately 250 
acres of industrial sites is available along this route. 


Gem the purchase, in 1922, of the Kansas City 


NeEw LINE BADLY NEEDED 


An appreciation of the value of the new right-of-way 
and connecting property is best given by a brief study 
of the freight terminal situation in the Kansas City 
district. Practically all the steam railroads entering the 
two Kansas Citys must interchange freight equipment 
through the Kansas City terminal. The large volume of 
freight movement resulting is limited to two heavily 
congested routes. The first of these is through the Union 
Station terminal trackage, and the second is through a 
very narrow right-of-way on the north of Kansas City 
which is known as the “Gooseneck.”’ As a result of the 
limited facilities available the terminal trackage is sub- 
jected to extreme congestion and it frequently takes 
from two to five days to get carload shipments through 
this area. 

; The plan originally projected by the Orient Railway 
was to give a water level right-of-way from the Mis- 
souri Valley to the Kaw Valley for the purpose of 
providing an additional route through the Kansas City 


} 


district. Approximately $1,800,000 was spent by the 
original owners in the physical improvement of the 
right-of-way, and the grades across the divide between 
the two river valleys through Kansas City, Kan., were 
reduced to a point where very little additional heavy 
construction work has been required. 


GRADING WAS ALMOST COMPLETED 


The greater part of the $1,800,000 spent by the Orient 
Railway was consumed in putting through a single cut 
at the peak of the divide in which over 600,000 cu.yd. of 
material were removed. At the time the property was 
purchased by the Kaw Valley line bridges had been 
installed in the cut-off between the two rivers and the 
work of grading was approximately 80 per cent finished. 
Although the original plan to provide a water-level route 
with one-half of 1 per cent maximum grade has been 
temporarily abandoned, the grading as now completed 
includes only a 14 per cent maximum grade for ap- 
proximately 1,000 ft. in order to get over the hump 
in the center of the cut-off. The 2-mile extension at 
the southern end, which has been in operation for 
some time, connects the Kaw Valley line with the Rock 
Island, Kansas City Southern and the Kansas City 
terminal track. 

Since the purchase of this terminal property, the 
new owners have completed the work of grading and 
have laid a single-track line with 85-lb. rail over the 
entire route. In addition, industrial siding trackage 
has been laid to serve a large portion of the industrial 
property along the right-of-way. This has made it 
possible actively to push the work of locatig new indus- 
tries on the property. 

Several large steam road terminal projects adjoin 
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and connect with the Kaw Valley property. On the 
accompanying map is shown the new 1,600-acre ter- 


minal development of the Union Pacific Railway, located 


at 8. Application has been made for a franchise ‘to 
enable the Kaw Valley line to reach this district. The 
new right-of-way also extends to 40 acres of land lying 
adjacent to the Burlington yards in the North Kansas 
City district, shown at 4 on the accompanying map, and 
the right is included to build a bridge across the Mis- 
souri River to connect to this property when the invest- 
ment becomes justified. 


IMPORTANT INDUSTRIAL CONNECTIONS 


Contemplated plans call for the construction of a 
bridge at 5, across the Kaw River, to open up a con- 
nection with a 180-acre industrial tract now owned. 
The extension would connect with the Turner Bottoms 
district, which is a 1,300-acre tract in process of indus- 
trial development. This would reach the Santa Fé 
yards, which are the largest in the Kansas City district, 
and would also reach a number of important industries 
located in this district. Among these are the Armour 
elevators, with a capacity of more than: 5,000,000 
bushels of grain; the Sinclair Refining Company and 
the United Zine & Chemical Company. The refining 
plant is expected to become the terminus of a new pipe 
line from the Wyoming oil fields, which will increase 
the importance of this location as an oil-distributing 
center. 

An industrial district of considerable size, indicated 
at 6 on the map, is now served by the Kaw Valley line. 


The industries in this district develop approximately ‘ 


100 cars of outgoing freight per day. In addition, many 
cars of raw material are delivered to these industries 
daily. From 24 hours to 5 days will be saved in moving, 
freight through the Kansas City district by be new, 
service offered. 


ELECTRIC OPERATION ADVANTAGEOUS 


Electric operation of this new terminal line ‘is ‘par- 
ticularly advantageous because of a number of condi- 
tions. In the first place, a residential section has been 
built up in Kansas City, Kan., to a point where it closely 
adjoins the right-of-way. 


best residential property in Kansas City, Kan: Electric 
operation makes possible the completion of the: project. 
and the development of freight business on a-large 


This includes some of the 
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' industrial sites. 
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The New Kaw Valley Freight Terminal Line Connects the 
Missouri and Kaw Walleys Through Kansas City, Kan. 


Map shows strategic location relative to steam roads and in- 


; 


dustrial districts. Shaded areas represent industrial property | 
owned by the line. A—Kansas City, Kaw Valley & Western Rail- 
way. B—Chicago, Rock Island & Pacific Railway, Union Pacific — 
Railway. C—Atchison, Topeka & Santa Fé Railway.” D—Kansas — . 
City Southern Railway, Kansas City Terminal Railway. E— 
Kansas City Northwestern Railway. F—Missouri Pacific Rail 
way, Chicago Great Western Railway. G—Kansas City, Leaven- | 
worth & Western Railway. H—Kansas City, Clay County & St. 
Joseph Railroad, Chicago, Burlington & Quincy Railway, Chicago, 
Rock Island & Pacific Railway, Wabash Railroad, Union Depot 
3ridge & Terminal Railroad, Quincy, Omaha & Kansas City Rail- 
road, Chicago,- Milwaukee & St. Paul Railroad. I—Hannibal 
Bridge. J—Chicago, Burlington & Quincy Railroad. K—Armour. 
Swift-Burlington Railway Bridge. “ 


scale with very much less opposition from surrounding 
property owners than would be the case with steam 
operation. Electric locomotives are able to work around 
short radius curves and make it a much simpler physical 
problem to. obtain entry into some of the adjoining 
In addition, a considerable saving is 
made in switching cost, as this averages roughly be- 
tween. $16 and $22 per hour for a switch engine 
crew in the Kansas City district. . 
There is an excellent prospect for the develogaaeall 
of through freight business to and from the business 
district of Kansas City, Kan., which has a population, 
of approximately 125,000. Minnesota Avenue is the 
main business street of this district and it is estimated 
that approximately 75,000 people trade on this street. 
Merchandise is now trucked from congested freight 
terminals in Kansas City, Mo. By the construction of 
a new: freight terminal, which it is planned to locate at 
8 on the map, it will be possible to bring in freight 
over any of the lines coming into Kansas City and to 


A View of Some of the Large Industries Tributary to the Kaw Valley Line 


A large Armour elevator is shown in the distance and the Proc- 
ter & Gamble plant at the left. The triangular section in front 


of the soap plant is one of many attractive industrial sites ow 
by the Kaw Valley line. 
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Heavily Ballasted Track and Flexible Overhead Suspension Are 
_ .. .. Designed Primarily to Handle Heavy Freight ; » 
consign it directly to the new terminal oS Sea passing 
through the congested freight section. Freight origin- 
ating on the Chicago & Alton, Burlington, Wabash, 
Chicago Great Western, Chicago, Milwaukee & St. Paul, 
Rock Island, Missouri Pacific and Santa Fé from the 
north and east can be handled over the new line. From 
the south and west direct shipments can be routed over 
the Kansas City Southern, Frisco, M, K. & T., Bente 
Fé, Rock Island and Union Pacific. 


NEW INDUSTRIES BEING LOCATED ON LINE 


There are 8 miles of line in the newly acquired 
right-of-way and 4 miles of siding now under con- 
struction. An industrial agent with a corps of assist- 
ants is actively engaged in locating industries along 
the right-of-way. The practice in leasing land for indus- 
trial sites under the Interstate Commerce Commission 
rulings has been to use the minimum rate of 6 per 
cent of the fair valuation of the land as an annual 
charge. In most cases these leases are being made to 
material yards and other industries requiring small 
investment in permanent buildings but moving heavy 
carload freight. Most of the leases are made on a 
one-year term, but in some cases longer terms are 
being written with factories and other permanently 
located industries. The primary idea has been to en- 
courage the location of new industries as rapidly as 
possible, making the rental rate low in order to accom- 


plish this result and limiting the profits of the property 
to those obtained from handling the freight business 
to and from the new industries. 

The strategic position in which the Kaw Valley line 
now finds itself has materially improved its, relations 
with surrounding steam lines. When this road first 
went into the freight business, six or eight years ago, 
considerable trouble was ‘encountered in obtaining 
recognition for interline agreements from the steam 
roads. Now, however, such agreements are effected 
with no difficulty, as the Kaw Valley line is’ in an 
exceedingly favorable position to facilitate the move- 
ment, of freight between all of the incoming steam 
lines in the Kansas City district. 


Interest Charges Slightly Lower 
than in 1922 | 


N ANALYSIS of the interest rates required for 
public utility financing during 1923 has been made 
by H. B. Dorau of the Institute for Research in Land 
Economics and Public Utilities, Madison, Wis. The 
results are published in “Institute News.” The analysis, 
based on $866,964,300 par value of securities, shows a 
weighted average rate, based on offering price, to be 
6.06 per cent, compared with the figure on a similar 
basis of 6.16 per cent in 1922. The total public utilities 
securities issued in 1923 were in excess of $1,000,000,000. 
It was possible to obtain the necessary facts as. to-offer- 
ing price, amount at maturity, however, for only the 
par value given above, after the comrnoon and breteeted 
stocks were excluded. 
In addition to the four classes of securities inertideed 
in the table the statistics included equipment certificates 


WEIGHTED AVERAGE RATE (IN PER CENT) OF UTILITY 
SECURITIES ISSUED DURING 1923* . 


All Oo 

Securities Bonds Notes Debentures 
PRMUMEMICLOS ask kia be as eles so ae 6.06 6.05 6.59 5.95 
aight and power}. .... 0.6. ener. 6.18 6.15 6.54 6.57 
Gas and electric.......... ayes atte; 6.20 6.20 an Soe 
Railway and electric...........:. 6.34 6.25 6.62 6.73 
Gas utilities}. Rae: 6.41 6.36 7.57 sates 
Telephone and telegraph. 5.43 bs | soe 5.62 
Electric railwayst.. Cee a 6.21 6.52 6.42 6.90: 
Water utilities 23.0.0... bao 5.40 5.40 tae ee 


* Yield based on offering price to maturity. 
+ Exclusively. 


issued by the electric railways only. The weighted 
average rate for these certificates was 5.62 per cent. 
This low figure had a considerable influence on reduc- 
ing the weighted average in the table for all the securi-: 
ties issued by electric railways. 


at Left, the pam Cut Is TApout a Mile Tone and the Line as Pe itca Has a 14 1 per Cent Grade ‘for About. 1,000 Ft. At Right, 


am | Bridges Over Streets Avoid Grade Crossings, 


This View Shows Type of Construction Over Washington Boulevard 
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Supporting Trolley Wire 
Without Poles. 


Special Studies of Municipal Lines of Munich, Ger- 
many, Have Shown that Attachments to Buildings 
Can Be Used to Replace Poles in Many Cases 


HE overhead construétion at a humber of intersec- 
tions and special layouts is.being supported directly 
from the abutting buildings on the trolley lines of the 
Munich,,Germany, municipal street railways. This has 
been made possible by a careful study that has resulted 
in considerable simplification in the layouts, and has 
contributed materially to freedom from wire troubles, 
according to an article in Verkehrstechntk. 
Just prior tothe world war,-the free span of the 


——_ New construction 
BETS 3 ~ Wd construction 


Special Overhead Construction Permitted Removal of Poles on 


Orleans Street in Munich®* ,% ; 


trolley wires was 25 to 27 m., and the cross-section of 
the grooved contact was 80 sq.mm. on approximately 
185 km. single-track length. 

The war forced the replacement of practically all the 
installed copper wires by iron wires, and necessitated 
that the management reduce as far as possible the use 
of further bolts, hooks, wires of any kind, insulators, 
etc. Considerable simplification was found possible 
with a more efficient use of the most expensive element, 
the steel tubular poles, of which at least 20 per cent 
could be eliminated. 

A number of conditions had to be met to obtain this 
result. First of all the landlords had to be persuaded 
to permit fastening the trolley wire construction to 
their houses. As this was for a time impossible of 
attainment, only partial success was obtained in this 
respect. 


Longer free spans had to be used. At first there 


Wartirr 
Toa. 


Vol. 68, No.3 


was some hesitation on the use of long spans for the 
suspension wires, but soon it was found that such long 
suspension wires gave the overhead an elasticity whick 
diminished considerably the hammer blows at the ears 
Today free spans of up'to 100 meters are nothing 
unusual. The higher the wires are fastened the less 
the disturbance. A location of the attachment rosettes 
on houses as high up as 20 m. and more is not unusual 
with a standard trolley wire height of only 63 m. above 
the rail. In streets'not' built up, or where the house: 


done without great difficulties, 4 


‘were too low, the gaps had’ to be bridged. This was 
incl 


COMPLICATED LAYOUTS WERE DIFFICULT OF SOLUTION 


The two’ points that caused the greatest troubk 
were complicated layouts in large open squares with 
loops or special trackwork, and in rebuilding older parts 
of the system ‘that had been constructed with little 
heed to modern practice. It’ was found that the con- 
struction of the overhead work involved a theoretical 
problem of design which, ‘as experience showed, could 
be solved ‘in all gradations between good and bad 
These preliminary calculations required great patience, 
and detailed investigations of the stresses could not 
be avoided. ‘A good solution could, however, always be 
found. On loops and in large squares the poles on the 
inside could be avoided best by bringing all the guy 
wires to one point or at the corners of a triangle, a 
rectangle, or other polygon, and from these points 
suitable span wires were carried to interlock the con- 
struction. Ss 

In such complicated cases the solution of the 
problem ‘was found only by a cut-and-try calculation. 
It was always desirable to use the smallest possible 
number of guy wires because of the saving of material. 
In general, steel wires of 5, 6, 7 and 8 mm. diameter 
were used, corresponding to pulls of 400, 600, 800 and 
1,000 kg. Care had to be taken, of course, to inyesti- 
gate the quality of the wall to which the suspension 
rosette was to be attached. It had to be decided whether 
a large or a small rosette was to be used, or whether a 
wall hook or a stone screw would be better. The steel 


wires had to be tested, and it was found desirable to 
take from each reel of wire a test piece before using 
it. Frequently large differences were found in the same 
kind of wire. (3 


The Overhead Wire Layout at the Griinwald. _ At Left, Part of Old Construction Supported Entirely on Poles. At Right, New 
Construction with All Poles Removed from Center and Minimum Number of Poles on Outside - : 


de 
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Similar experience was Phd with insulators. The 
yest insulator is the stirrup type, which is made in 
jifferent sizes corresponding to pulls of 250, 500, 750 
nd 1, 000 kg. All insulators whose metal is not com- 
letely surrounded by. insulating material were dis- 
arded, because such insulators start rusting where 
here is an open space between metal. and insulator, 

nd this rusting will. break the insulator. Very good 
esults. have been had with, an egg-shaped porcelain 
nsulator. It can be used very, nicely on all standard 
arrying wires, and has, a permanent insulation with, a 
afety factor of about 5.. The porcelain egg withstands 
. pull of 900 to 1,000 kg. 

It was also found possible to make great savings 
n the number of insulators. Previously a great number 
f insulators had been used in curves, because the strain 
wires were carried individually to the anchor poles, 
ausing a great waste of insulators. Better results have 
een had with three insulators in series between trolley 
nd ground (pole or building). The first insulator. is 
hat built: into the trolley wire hanger. A. second 
nsulator is placed about 75 cm. away from the. wire, 
ind the third one is placed immediately before the 
wall rosette or the pole. Then it is impossible that in 
ase of a break of a suspension wire, any part of the 
span wire could possibly be under. electric tension. 


How THE PoLES ARE ELIMINATED 


The change of the overhead line construction in 
Jrleans Street is shown in an accompanying diagram. 
The old overhead construction is shown in dotted lines, 
ind the new construction in full lines. It can be seen 


rom these how it was possible to improve the aspect ‘ 


f the street. The contact wires are installed at the 
same height, and the safety has not been impaired. A 
slightly larger amount of steel wire permitted the elimi- 
1ation of three poles. 

- The loop in the Griinwald square before and after 
fhe change is shown in two other diagrams. With the 
id arrangement 38 poles were required, while with 
he new plan 15 poles serve the same purpose. Thus it 
was possible to save in this one single case 23 struc- 
ural steel poles and to omit all poles from the inside 
yf the loop. Although in making this change the 
rolley wire was laid out to conform much more closely 
io the track curves, a smaller number of insulators 
was used. All wires are taut and give the whole 
rrangement a very neat appearance. Within the loop 
fhe suspension wires are brought together to four 
0ints which are connected together to equalize the pull. 
The four points themselves are carried by heavy steel 
wires to the outside of the loop and are fastened to 


structural steel poles in Axmumetrical arrangement and . 
yroperheight. — Po. ij 


The work’ requires intelligent men, great precision 
and good training. The height of the wall rosettes has 
0 be determined exactly to correspond with required 
height of the wires, the weight of the supporting 
onstruction and the resulting mechanical pull. These 
s0ints are essentially to obtain a uniform height of 
the trolley wire. 


Cost oF LINE WoRK REDUCED 


Changes in the method of suspension, such as those 
lescribed, have shown that it is not difficult to simplify 
and to cheapen overhead line work for street railways 
as much as 50 per cent. The number of poles may be 
greatly reduced and savings.may be realized.on attach- 
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ments and insulators. These simplifications of the 
overhead will furthermean considerable reduction of 
operating expenses, especially if,care is taken to locate 
the trolley wire properly with*respect to the rails. 
And last. but not least, the esthetic aspect of the city 
will be greatly enhanced. 


Schedules for Patrons: 


OR the usé of its inspectors, the Portland Railway, 
Light & Power Company, Portland, Ore., issues, in 
blueprint form; small schedules of individual lives. These 


‘are provided with a margin so that they can be held in 


a memorandum book, if desired. They show in tabular 


‘form'the numbers of the different trains and ‘the times 
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Form of Inspector’s Time-Table Given to Patrons When Exact 
Information on Schedules Is Needed 


they should arrive at the terminals, or other points in 
the case of turn-back cars. 

While these small time-tables are not intended for 
public use, the company has found them useful, at times, 
to give a person asking for definite information about 
the schedules of a particular car line or of several car 
lines. In this case the company does not hesitate to 
give out an inspector’s time-table. One of these time- 


_ tables, actual size, is reproduced. 
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Buses and Cars of the Union Street Railway, 


Bus Line Connects Rail Termini 


Route Operated by Union Street Railway, New Bed- 
ford, Carries Three Distinct Loads on 
Each Half Trip 


LMOST exactly thirty years after the inauguration 

. of electric car service in the city of New Bedford, 
Mass., the Union Street Railway commenced bus opera- 
tion. On Dec. 18,1928, service was started on a route 
beginning at the terminus of the North Fairhaven car 
line proceeding north to a point known as the Parting 
Ways, and then turning west toward Lunds Corner. 
At this point the bus line makes connection with an- 
other railway line. From Lunds Corner the bus route 
continues west to Acushnet railroad station. Half- 
hourly service is provided throughout the day between 
North Fairhaven and Acushnet. During the morning 
rush hour, at noontime, and after 5 p.m. all trips con- 
tinue beyond Acushnet to Shawmut Avenue. 

An interesting feature of this route is that the buses 
carry three distinct loads on each half trip. Leaving 
North Fairhaven, the first load is composed of people 
who have come out from the city on the North Fair- 
haven car line. They take the bus to continue to points 
beyond the rail terminus. Such riding constitutes the 


bulk of the traffic between this point and Parting Ways. 


-most experienced trainmen. 


New Bedford, Mass., Connect at Lunds Corner 


From the latter place to Lunds Corner the traffic is 
composed of people inbound to the city who wish to 
transfer to the trolley_at that point. After passing 
Lunds Corner the character of the riding changes again, 
people who have come out from New Bedford on the 
Purchase Street car line using the buses to proceed to 
points west of Lunds Corner. } 
The Union Street Railway now has three buses, two 
Whites and one Mack. Only two are required for oper- 
ation. The exterior color scheme of the buses is similar 
to that of the street cars. The interiors are provided 
with leather upholstered cross-seats, electric lights, ven- 
tilators, buzzers, and Hunter signs. The doors are 
manually operated. The seating capacity is twenty- 
five passengers. A Rooke automatic register is used for 
fare collection, but instead of being held by the oper- 
ator it is placed in a specially designed stand, similar 
to that described in ELECTRIC RAILWAY JOURNAL for 
June 23, 1928, page 1048. The fare on the bus is 5 cents 
as on the street car, and no transfers are interchanged 
between buses and cars. 
Bus operation is in charge of one of the company’s 
Under his instruction a 
number of other trainmen have learned to run these 
vehicles. Bus drivers wear the same uniforms as” 


| 


motormen and conductors on the cars. (a 


‘The Bus Route Begins Where the Rail Route Ends at North Fairhaven 
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What Railway Operators Can 


Do to Improve Traffic Conditions 


Various Suggestions Made for Speeding Up Movement of Cars, 
“Such as More Effective Mechanical Equipment and Faster Inter- 
change of Passengers—Both from Business Interest and for Ability 
to Help, Railway Men Should Take Part in Traffic Relief Study 


By Howard F.,: Fritch 


_ Assistant General Manager Hastern Massachusetts Street Railway, Boston 


districts, every moderate sized city in and about 

the center, every town at least on Main Street and 
ven every village at the crossroads has a traffic problem 
hese days.. Fundamentally, as I see it, the first and 
20st important problem is to get the most benefit pos- 
ible for the maximum number of people from. the 
xisting streets and, second, to arrange for additional 
treet space if the existing space is inadequate or to 
lan for it if indications are that present facilities will 
ecome inadequate. I do not intend even to touch upon 
he second phase of the problem, the existence of which 
as resulted in the consideration and building of sub- 
jays, elevated lines, double decking of. streets, street 
ridening, cutting of new streets and other very expen- 
ive projects.>., 

The first. phase is one which is of greater interest to 
hose of us who operate in towns and in cities of up 
0 about 250,000 population. In view of the fact that 
he greater part of our business is carried on in the 
treets, and that it is absolutely essential to the proper 
erformance of our service that we carry our passen- 
ers through the streets with safety and dispatch, we 
ot only should but must give heed to the problem of 
raffic regulation. 

The character of the traffic has almost entirely 
hanged in the last fifteen years. The relative volume 
f the various kinds of traffic varies considerably in 
ifferent cities, but some counts. taken in a large 
astern city show the following percentages of each 
ype in and out of the business district: Pleasure 
utomobiles were 50 per cent of the total; commercial 
utomobiles, 24 per cent; street cars, 14 per cent; buses 
nd taxicabs, 3 per cent; horse-drawn vehicles, 9 per 
ent; or in all 77 per cent of the total were motor 
ehicles. The 14 per cent which was. street cars is 
robably not very different from the number of street 
ar movements in the same streets fifteen years ago, 
nd the cars themselves, while they have been improved, 
ave not changed radically in many of their essential 
haracteristics. This should cause the operator of 


eee every large city in broad 


treet cars to consider carefully whether he is doing 


verything he can to adjust his methods of operation 
» the changed traffic conditions with which he is 
urrounded. 

There has been a great change in the speed of 
ehicles relative to the speed of the street car in the 
ist 15 or 20 years. Then, our companion vehicles in 
ne street were the horse-drawn buggy, express wagon, 


-*Paper presented Hy ae New Tee Street Railway Club, 
oston, May 22, 192 


tip cart and dray. Now there are a few of ,the last 
three, but many more auto trucks and seemingly. count- 
less. passenger automobiles. Not only has the number 
of vehicles increased, but where formerly the speed 
was less than that of the street car, now for many 
of the units it is greater. This condition presents new 
problems with respect to safety and method of operation. 
. The quickly moving automobile has brought about a 
very serious accident problem for us. The speed with 
which it can come .out from an. intersecting street, 
turn out from the curb, swing over. into the path of a 
car or stop calls for the utmost of alertness on-the part 
of the car operator, efficient brakes and proper appa- 
ratus for warning signals. 


ATTENTION TO SAFETY A NECESSARY PRELIMINARY 


Much good can be done by informing motormen of 
the dangerous street intersections by spotting accidents 
on a map. New employees and old employees both 
should be carefully instructed in the proper method of 
handling their cars in traffic so as not only to avoid 
hitting other vehicles, but to try in every reasonable 
way to anticipate the movements of automobiles and | 
keep out of accidents which might be entirely the fault 
of the other party. The adequate use of the bell and 
whistle should be insisted upon, and whatever device 
is used should be suited to present-day conditions, hav- 
ing in mind that the motor vehicle is probably traveling 
something like three times as fast as the former horse- 
drawn vehicle. 

The present-day traffic conditions require new meth- 
ods for protecting persons who desire to board our 
cars and for passengers after they leave the cars. It 
is our duty to make the movement between the sidewalk 
and the car as safe and convenient for our passengers 
as possible. With this purpose in mind we should try 
to arrange our stopping places on the side of the 
intersecting street which will be most convenient, where 
necessary should have cross-walks striped or marked 
and safety zones marked or set apart by barriers where 
conditions: warrant. 

I believe that one of the greatest hazards in: traffic 
today«is the automobile driver who is inadequately 
trained or who is physically or mentally not equipped 
to handle a motor vehicle. I believe it would be very 
much to the advantage of all users of the highway if 
periodical examinations were required of all drivers 
of vehicles to make certain that they were proper 
persons to be operating a vehicle. 

The street car, compared with other vehicles, is a 
very efficient user of street space, considered upon the 
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basis of space in the street occupied per passenger. 
On the same basis, the passenger automobile is 
extremely inefficient, and this fact is one of the large 
reasons for our present-day traffic congestion. As the 
two vehicles are ordinarily loaded in the rush hour, the 
passenger in the automobile takes up something like 
ten times the street space that the car, passenger 
requires. This is not realized or perhaps even_ thought 
of generally by the public, and in fact, common impres- 
sion is that the street car slows up and interferes with 
traffic. It is slower moving than the passenger auto- 
mobile, which has something like 20 hp. per passenger 
compared with 2 hp. per passenger in the rush-hour 
street car, and the car stops frequently for interchange 
of passengers, while the automobile is running express 
from one end of its run to the other. However, the 
fact that our cars are moving in such company makes 
it very desirable, in order to reduce traffic congestion 
and at the same time to promote our own business, that 
we speed up our operation in every way possible con- 
sistent with safety. 


MopERN: MECHANICAL EQUIPMENT NEEDED 


To this end our cars should be equipped with brakes 
capable of giving a quick stop. .We have had “four- 
wheel brakes,” in fact eight, for several decades. Our 
cars should be motored and geared to accelerate rapidly 
with other traffic. The doors and steps should be 
designed so that passengers may board and alight 
quickly. Passageways on the platform and in the car 
should be carefully laid out so. as to facilitate passen- 
ger interchange. This is an especially important and 
difficult problem on the one-man car, where ordinarily 
the interchange is at one door. In some instances the 
rear door has been used successfully to expedite the 
interchange of passengers on one-man cars, especially 
at transfer points. This practice requires the use of 
remote control of the rear door, and consequently great 
care on the part of the operator to make sure that 
passengers are clear of the door before it is closed. 
However, experience has shown that it is practicable 
and safe and also aids in getting passengers better dis- 
tributed through the car. In some cases the use of 
the rear door has been in conjunction with turnstile 
control. of the flow of passengers. 


FARE COLLECTION CAN BE SIMPLIFIED.TO SAVE TIME 


The method of fare collection should be so.devised as 
to minimize the standing time. In this connection pay- 
as-you-enter on inbound trips and pay-as-you-leave on 
outbound trips have been found to be very successful, 
particularly with one-man operation, » -Through this, 
plan: fares are collected as small groups of passengers. 
board on inbound ‘trips and leave the car on outbound 
trips, and no: fares are collected while the heavy inter- 
change is taking place in the center of the city and 
where delay is usually the most to be avoided. ‘Much 
standing time can be eliminated by the selection of 
the proper form of fare so as to eliminate unnecessary 
delay: in making change or selling tickets. Generally 
the collection of odd penny fares from the majority of 
passengers is to be avoided and the collection of a ticket 
or token to be preferred. However, it is desirable that 
the tickets be sold, if they are to be sold on the cars as 
is usually the case, in as large a unit quantity as pos- 
sible so that the sales transaction will not have to take 
place too often. 


Our schedules should be so arranged that crews will 
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relieve one another at times and places where it can_ 
be done quickly andso as not to delay” other ~ street | 
traffic or our own passengers. 

Above all, we should not have a car standing still 
unnecessarily in traffic with the folding doors open 
and so hold back the automobile driver who is a 
respecter of the 10-ft. clearance law. This practice 
does much to destroy good will and promotes a strong 
inclination to ignore the law and run by. — 

Experience in many ‘cities has shown that changes, 
in the routing of cars may” be made not only to the? 
advantage of the street car service, but also in such : 
way that general traffic conditions will be improved. 
Elimination of left-hand turns through traffic, unneces- 
sary crossing of heavy streams of traffic and the 
elimination of unnecessary movements of empty cars 
should be given study. 

Up to this point :I have been speaking of the things 
we can do ourselves to expedite the movement of our 
cars to the, general benefit of traffic and to the improve- 
ment of our service, independent of any traffic regu- 
lations which may be imposed by the local authorities. 
Most every city has some traffic regulations. It is not 
only fitting, but desirable, that the street railway men 
take an active interest in their formulation. We should 
go about this in a diplomatic and helpful attitude and 
should try to consider reasonably all the users of the 
street. Usually the local authorities welcome assistance 
in these matters if we can demonstrate that we are 
not entirely interested from self-serving motives. We 
are experts in street transportation and should be able 
to help. Traffic regulation is a relatively new subject, 
still in the developmental stage, and before practices” 
detrimental to our interests become crystallized, it is 
desirable for us to give the matter our attention. 

After traffic regulations are established we should 
do everything in our power to see that they are 
enforced. Altogether too often rules are’ established 
and traffic signs posted only to be entirely ignored by 
those who are supposed to be regulated and by those 
who are supposed to enforce them. Such regulation is, 
of course, no regulation and only promotes disrespect 
for all rules and laws. Regulations should mean every 
word they say and should be enforced accordingly. 

My attention was called only the other day to a rule 
in a certain city requiring vehicles to come to a full 
stop before making an important street crossing. It i 
seldom that any one stops, and the officer usually s 
tioned at the crossing does not expect a stop to be iad 
Of the same character is the common “Street closed, 
no passing” sign. A good part of the time it does not 
mean what it says, 80 “it is too often disregarded an 
encourages disregard of othe signs. oC at SiH 

The ‘commonest and one of the most important traffic . 
regulations is that regarding parking. Just recently 
I saw it stated in the press that as long ago as 1880, 
Schenectady, N. Y., had traffic regulations which 
imposed a six-hour parking limit. Some of our com- 
munities have not advanced far beyond this stage, much 
to the detriment of traffic in general. 


KEEP THE STREET CLEAR FOR MOVING VEHICLES 


A street is intended fundamentally as a means 0 
communication and not for storage. There is no m 
reason why the street should be used for storin: 
vehicles than for any other private purpose. Priv: 
property can be used for the storage of vehicles, bt 
cannot ordinarily be used as a substitute for 
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raveled way. Therefore, when the street becomes 
mgested through the presence of parked or stored 
ehicles, the cure should be obvious. Experience shows, 
owever, that much opposition is likely to develop from 
1e merchants along the street where it is proposed to 
astrict or eliminate parking. The merchant’s attitude 
.that the parking regulation should apply to every 
ther place of business, but his customers must be 
lowed to park at the door. It is obvious that such 
policy carried to its conclusion would permit unre- 
ricted parking and completely tie up traffic, much to 
ye detriment of all merchants, We recently had a 
ise where it was necessary to stop street cars outside 
ie retail shopping district on the day of a big sale, 
3 a result of a previous experience when unrestricted 
arking had been permitted during a similar sale 
id traffic was completely paralyzed. 


STREET CAR Is MOST EFFICIENT USER OF STREETS 


All statistics I have ever seen show a much larger 
amber of' people carried in and out of the business 
strict in the street cars than in automobiles. Such 
atistics for a given city should be very helpful in 
rsuading merchants of the desirability of reasonable 
urking regulations for the good of their own business. 
fe are interested, particularly, in having parking so 
gulated as to allow room for a.stream of vehicles 
ongside our tracks rather than confined to our tracks. 
1 some of our narrow New England streets this is 
apossible. I know of a case where the street is so 
arrow that unless the vehicle is stopped very close 
_ the curb, it is impossible for a street car to pass. 
1 one such case a line was painted on the paving 
rallel with the curb within which vehicles must stand. 
his was of great help to the street railway in avoiding 
‘cidents and speeding up car movements, and all traffic 
as benefited. An interesting experiment has recently 
en tried in Philadelphia where on certain streets with 
avy street car traffic all other traffic has been barred 
om the track zone as an aid to speeding up car traffic. 
The establishment of one-way streets is often help- 
1, and ‘when we can so arrange our operation as to 
nform to this, it is likely to be to our advantage. 
The segregation of traffic by types is not often prac- 
sed except in the larger cities. This is only possible 
here parallel streets are available. It is obvious that 
e movement of the faster vehicles will be speeded 
) if they can be put on one street and the slower 
oving commercial vehicles limited to others. If 
gregation on different streets cannot be practiced it 
highly desirable and feasible to insist that the 
wer moving yehicles keep closest to the curb where 
ere is room for more han one stream. of. traffic in 
ther direction. The old custom has. been, vat least 
the medium-sized cities, to route all street cars ‘by a 
ven point. As general traffic increases this becomes 
desirable, and the splitting up of traffic movements 
| to a number of streets will do much to relieve con- 
stion at the most critical point. 


RAFFIC SIGNALS Must BE EMPLOYED WITH JUDGMENT 


It is only in the last few years that the general use 
traffic policemen has been necessary at important 
reet intersections. All sorts of lighting and sem- 
hore control apparatus is being experimented with to 
pplement or replace the officers, but so far such 
vices have not come into general use in the cities 
ch as we operate in. However, the proper function- 


ing of the traffic officers and the co-ordination of the 
acts of a number of them along the length of an 
important street are of great importance for the satis- 
factory movement of our cars. 

Arbitrary automatic control by signals seems to be 
inefficient as it must of necessity disregard the condi- 
tions at any particular crossing at a given moment. 
This results in unnecessary waits at crossings which 
are clear. Control by an individual at the particular 
point seems so far to be the most satisfactory except 
in some very special cases. Much thought and study are 
being given by experts to the matter of proper time 
intervals of stop and go in order to get the maximum 
traffic by in each direction in a given time. It seems 
that short intervals between change are more efficient 
than long periods. We should see that our car crews 
pay strict attention to the orders of the traffic squad, 
and when their method of control does not seem to us 
to be the best we should suggest corrections to the 
proper authorities. Again, as I have said before, we 
have a right to be interested, and our views if carefully 
thought out are worthy of attention. 

In conclusion, we should first make certain that we 
are doing everything possible to eliminate delays 
caused by our cars and use our ingenuity to expedite 
their movements. We should then also enter actively 
into local activities for regulating traffic, and as experts 
in street transportation matters our views can be of 
great benefit to the community and to our industry. 


Center Poles for Narrow Street 


Cleveland Railway Puts 6-In. Curbing 30 In. Wide in 
the Middle of a Street to Protect Center Pole 
Bases from. Automobiles 


HE Cleveland Railway had recently to solve a novel 
problem in street planning. Vehicular traffic had 
increased greatly on Superior Avenue in East Cleveland, 
a suburb of Cleveland, and it became imperative to 
widen the roadway. The only way that this could be 


A Center Curbing 30 In. Wide and 6 In. High Is Placed. 
Between the Tracks 


done was to take the desired width from the sidewalks 
on each side. This the authorities decided to do, and 
by taking 4 ft. off each sidewalk 8 ft. was added to 
the roadway, increasing it from 40 ft. to 48 ft. 
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‘Plan of Portion of Superior Avenue, Showing How the Street Was Widened and Center Curbing Installed 


nearer the building line on each side, but this appeared — 
objectionable on account of the narrowness of the ’ | 
sidewalk. ‘ 
The only other possible plan was a line of. cerita | 
poles. It was figured that.with the gain of 8 ft. in 
street width sufficient space in the center of the street 
might be taken for such a line of poles, and the spacing 
of the tracks was sufficient. to permit their installa- 
tion. It was, however, feared that a line of center 
poles would be dangerous to automobile traffic. Auto- 
mobiles. passing each other might collide directly with 
these poles, or if this did not occur it was feared 
that some drivers, believing themselves at a safe dis- 
tance from. the poles, would nevertheless hit them with 
their mud guards or axle caps. If this was done, the 
automobile might be swerved from its. course and a 
serious accident occur. | 


CENTER POLES WITH GUARD CURBING ADOPTED 
The company finally thought of the expedient of car- 
rying a guard curbing 30 in. wide from pole to pole 
except at cross streets. With a pole base 8 in. wide 
and the center curbing or platform 30 in. wide there 
is no danger of the poles being hit by projecting parts — 
of passing automobiles. At the same time a space 30 
in. wide and 6 in. high in the center of the street 
does not take up any useful space because the space 
between the wheels of two lines of automobiles going 
in opposite directions should be at least this distance 
apart. Six inches was selected as the height of the 
curbing as being high enough to keep wheels from 
mounting it, but low enough to be cleared by fenders 
and mud guards. jae 


Appearance of Superior Avenue, East Cleveland, After the Road- 
, way Was Widened and Center Poles Installed 


The Cleveland Railway has a double track on the 
street. The overhead contact wires for these tracks, 
before the change in street width, were suspended by 
means of span wires from side poles set in the side- 
walks. The change in the curb line made necessary a EDGES ARE PROTECTED 
change in overhead construction. The simplest plan, This curbing is of concrete with steel protected 
of course, would have been a relocation of the poles 4 ft. edges. The protection consists of a steel channel, 2 
+in x 2 in., with a strip or tooth on t 

lower. edge every 10 in. bent in and mold 

into the concrete. The need for such a pro- 
tecting edge is obvious. The ends of the 
concrete curbing are rounded where it is 
interrupted, as at a street crossing, and as 
will be seen from the street plan the curb- 
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Shop and Storage for Kighth Avenue Road 


New York City Line Rebuilds Old Foundry for Repair and Inspection Shops—Storage Yard for Cars 
Is Without Special Trackwork on Account of Expensive Conduit Construction—Transfer 
Tables Used as Substitute—New Type of Slot Track Construction 


have been provided at the new shops and yard 

of the Eighth Avenue Railroad, New York, at 
155th Street and Eighth Avenue, on a plot of ground 
200 ft. x 625 ft. An old foundry on the property has 
been remodeled by constructing a new roof, a floor with 
racks and pits, and two additions to the building. The 
adjoining space has been converted into a car and ma- 
terials storage yard with transfer tables at each end 
of the shop building for serving the twelve tracks. 
Four of the tracks pass through the building, where 
pits are located for inspection and repair work. Three 
tracks pass to the north of the building and extend 
practically the full length of the yard. Two inspection 
pits are located under the two yard lead tracks in front 
of the shop. The track and layout have been designed 
with a view toward construction economy, transfer 


Mies storage and maintenance facilities 


tables being used instead of special trackwork, and a — 


reinforced concrete track construction for the under- 
ground conduit system rather than the usual cast-steel 
yoke construction. 

The two old foundry buildings had low walls, one of 
which was common to both, and high gable roofs 
covered with slate. 
the slate was replaced with a plank roof and covered 
with roofing paper. Openings suitable for admitting 
cars were cut in each end of the larger building oppo- 
site four of the tracks and provided with swinging 
wooden doors. The portion of the larger building 
occupied by tracks 1 and 2, which are used for inspec- 
tion purposes, was given a concrete floor laid with 
the surface 9 in. below the top of the rail, and with 
ramps at each end of the building. The pits extend 
under each track the entire length of the building and 
are 5 ft. deep. Tracks 3 and 4are separated from 1 and 2 
by a partition and are used for overhaul work. The con- 
crete floor of this portion of the building is laid even 
with the rail. At the west end of track No. 3 a Columbia 
car hoist has been provided. Directly opposite on track 
No. 4 are two armature pits with hydraulic lifts, while 
at the other end of the building two transverse pits 15 ft. 
apart connect the service pits under the tracks. 

The pit construction is of concrete with the track 
carried on a shoulder which projects into the pit. This 
shoulder slopes back into the wall, leaving the base of 
the pit as wide as the track gage. Lamp recesses 
spaced every 5 ft. are located in the shoulder under the 
rail. At the ends of each pit are receptacles for attach- 
ing a double-conductor jumper cable for supplying the 
car with power, while it is over the pit. A receptacle 
mn each side of the car receives the other end of this 
sable. A similar arrangement is used in the front 
yard for supplying the cars on storage tracks with 
power for lighting and operation. In this case one end 
of the cable is attached to a hand plow which is inserted 
in the slot of either yard lead track. Each pit has a 


drain trough which leads into a sump. This pit con- - 


struction cost approximately $30 per linear foot. 
In the smaller building partitions divide the area 


i 


Due to the condition of the roofs, 


Rebuilt Foundry and Additions Form New Shop for 
Eighth Avenue Line, New York 


into three parts, providing for a machine shop, black- 
smith shop and carpenter shop. A wood block floor, 
skylights and ventilators in the long gable roof help 
to make the place suitable for this class of work. 

As the old buildings were too small, a two-story 
building has been added to the front of the smaller 
building, extending between it and the transfer pit. 
The second floor of the addition has been extended over 
the four shop tracks in front of the larger building. 
The lower floor is used as a truck repair shop, while the 
entire second floor is occupied by the storeroom. <A 
freight elevator serves this upper floor. Two tracks, 
without power facilities, enter the truck shop from the 
transfer pit and are used for wheels and trucks. A 
wheel lathe and wheel press are mounted along the 
north wall of the building. A concrete floor with the 
surface 18 in. below the top of the rail facilitates truck 
repair work. ; 

Another addition has been made to the rear of the 
small original building. This is of one-story brick con- 


struction with arched truss roof. Two tracks, without 
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Track Layout at Shop and Storage Yard of Kighth Avenue Line, New York. Use of Two Transfer Tables. Eliminates 


Expensive Special Trackwork 
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Layout of Machine Tools and Equipment in Eighth Avenue Shop Made with a View Toward Grouping the Machines 


for a Particular Class of Work 
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onduits, enter this building from the rear transfer. 
jit. - This addition is long enough to house one car. 


m each track and is used as the paint shop. A concrete 
oor with drain has been provided. 

‘The general layout of the buildings, showing the loca- 
ion of machine tools and other equipment, is shown 
n an accompanying illustration. Where possible the 
jachines were placed to simplify the handling and to 
xpedite repair work. Machine tools were grouped 
ecording to the class of work to be done. A monorail 
rith two electric hoists serves those machines to which 
eavy work is assigned. This‘’monorail extends into 
ne general overhaul section and aids in moving arma- 
ures from the cars to the machine tools used in arma- 
ire work. 

Six Baetz patent heaters are used for heating the 
hops. These contain steam coils over: which: air is 
lown by a belt-driven blower. The air is taken in at 
ne top and discharged at the bottom through two dis- 
harge ducts. Each heater is located so that the 
ischarge ducts are approximately 7 ft. above the floor. 
yy placing the heater adjacent to a dividing wall and 
aking an opening in the wall for one discharge duct, 
is possible to heat two sections of the shop with one 
eater. 


NEw TYPE OF TRACK CONSTRUCTION USED 


A type of track construction is used throughout the 
ard which differs from that employed in street con- 
truction. The usual construction consists of cast-iron 
okes every 5 ft. with a steel guide for each side of the 
lot. It costs approximately $386,000 per mile. This 
ype of construction was not necessary in the yard, 
here there is no vehicular traffic. The substitute type, 
hile permanent and sufficiently strong, is unsuited 
Ir street construction because it cannot be repaired 
ith satisfactory results, but it is entirely suitable for 
se on the company’s private property. 

The yard underground conduit construction is of solid 
mnerete, reinforced at the slot by a special cut angle 
nd a twisted reinforcing rod. The lower part of the 
duit is poured in the shape of an open trough with 
width of 16 in. and a depth of 84 in. The bottom 
; 4 in. thick and has a slope toward the transfer pits 
f 1 per cent. This permits draining into the transfer 


ble pits, doing away with the necessity for frequent « 


eaning of the conduit. 

After the open trough concrete has set, a triangular 
7ooden form is mounted above the trough on temporary 
ins so that the base of. the form is at the top of the 
pen trough. Concrete is filled in against this form 
rom both sides, bringing the outer side walls up verti- 
ally. The. slot is formed by two 2-in.,x 2-in. angles 
st with the vertical faces 14 in. apart and the top 
aces exposed. Lips 1 ft. apart are cut out of the top 
ace of the angle and are twisted and bent laterally and 
ownward to form an anchorage in the concrete. Near 
1e end of this lip a § in. reinforcing rod is spot-welded. 
his construction makes the edge of the slot a rein- 
orced concrete beam of the cantilever type, capable of 
arrying all loads which may be imposed in the yard. 

The short ties and tie rods are placed before the final 
our of concrete is made and are held in position by 
1e concrete. The inside ends of the ties are chamfered 
» that any movement of the tie caused by the weight 
f the rail and car will not break away the concrete. 

This type of construction costs $13 per foot or ap- 
roximately $68,640 per mile, if figured on a mileage 
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Conduit Track in Yard in Course of Construction. The Triangular 
Form Is Mounted Above the Open Trough and Holds the 
Specially Cut Angles at Its Upper Edge. Cham- 
fered Ties Prevent Breaking Away 
of Concrete 


basis. The entire track laid in this instance, including 
pits, was only 3,500 ft. ; 

For the transfer tables, two pits 150 ft. long with 
three rails are provided. These pits have a concrete 


-floor with a longitudinal “hill and valley” construction 


for drainage purposes. The rails are supported on the 
ridges and the floor slopes to the trough between the 
rails, allowing snow to be pushed into the valleys if it 
should rise above the 9-in. rails. Two tables have been 
provided in the front pit, while there is one in the 
rear pit. 

In this track layout, all tracks, with the exception of 
the two leads from the street into the yard, are without 
power. However, a track may be given power by 
aligning the transfer table with it and closing two 
circuit breakers located on the table. The conductor 
rails on the transfer table are “alive” at all times. 
When the transfer table is aligned with a track, two 
shoes at the end of the table connect with the conductor 
rails of the station track. The shoes may be energized 
by closing the circuit breakers on the table. These two 


The Surface of the Floor in Inspection Shop Is Laid 9 In. Below 
the Top of the Rail, with Ramps at Each End of the Building 
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breakers, one for 
positive and one for 
negative, are tripped 
when the table is 
moved, preventing 
power being applied 
to the conductor rails 
of a track as the 
table passes by. The 
practice of having 
the rail dead at times 
when not in use is in 
compliance with the 
National Bureau of 
Fire Underwriters’ 
ruling. According to 
its insurance regula- 
tions, cars in storage 
are not to be con- 
nected to the power 
conductor. As it is 
impracticable to re- 
move the collecting 
device from the con- 
ductor rail in an un- 
derground conduit 
system, it was neces- 
sary to cut off the 
power from the rail. 

A portion of the 
yard and the black- 
smith shop will be used by the way and structures de- 
partment. Supplies will be stored and the general work 
connected with that department done at this location. 

The entire rebuilding program for the yard and shops 
represents an expenditure of approximately $120,000, 
exclusive of property cost. 


Six Heaters of This Type Are Used to 


Heat the Shops. Air Is Drawn In at 
the Top and Blown Over Steam Coiis 
and Discharged at the Bottom 


Improving Voltage with 


a Booster 


The Bangor Railway & Electric Company Installs 
Semi-Automatic Booster for One Long Suburban 
Route at Less Cost than for Extension of High, 
Tension Power Line and Construction 
of Automatic Substation 


By A. L. DAvIs 
Electrical Engineer Bangor Railway & Electric Company, 
Bangor, Me. 

HE booster, which formerly was used quite widely 
on electric railway lines for improving voltage on 
long feeders, has fallen into disuse since the develop- 
ment of the automatic substation, operating directly on 
the high-tension power system. Occasionally, however, 
a machine of this type can be installed to considerable 
advantage. A case of this sort is that of the Bangor 
Railway & Electric Company, which operates a long 
suburban line with relatively infrequent service and in 
territory where high-tension transmission lines have 
not been installed. Using a compound-wound direct- 
current generator connected in the feeder line has im- 
proved voltage conditions so that schedules are 
maintained better and no difficulty is experienced in 

plowing the heavy snows. 
The company’s Hampden division runs from Bangor 
to the town of Hampden, a distance of 7 miles between 
terminals. It has numerous grades, the heaviest, of 9 
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‘motor starting compensator, a push button controlling 


per cent, being about 900 ft. long at a distance of 5.4 
miles from the city railway substation: The round 
trip consumes 13 hours and normally two cars are used, 
each weighing 30,000 lb. During rush hours a third 
car, weighing 48,500 lb., is operated on this line. The 
numerous grades, and especially the one of 9 per cent, 
caused considerable difficulty in making schedule time 
For snow removal in winter it was practically impos- 
sible to transmit sufficient power to operate the plows. 
The substation from which this line is for the most 
part fed is located near the city terminus. The voltage 
carried on the substation bus is 600. From the sub- 
station there are four No. 0000 feeders serving the 
Hampden division. These extend about 5 miles, and 
taper off to two No. 00 wires at the outer end of the 
line. The trolley conductor is No. 00 copper, with feed 
taps every ten poles except on grades, where the num-= 
ber is increased. ? 
No power lines of sufficient capacity paralleled the 
railroad and the nearest transmission line was some 
distance away. It would have been necessary, had 
constant-potential conversion equipment been installed 
at the proper point on the line, to build a new trans- 
mission line to this point. The receipts of the division 
were not sufficient to warrant the expense of building 
the line, along with the structure and conversion. equip- 
ment. 
After a thorough analysis of the situation, it was 
decided that the installation of a booster set was most 
suitable for our purpose. If this booster had been 
placed at the most advantageous location on this divi- 
sion, it would have been necessary to purchase land 
and erect a structure for the protection of the equip- 
ment. Furthermore, full-automatic equipment would 
have been required. As the carhouse is located on the 
outskirts of the city, approximately 1 mile out on this 
division, it was decided that although the equipment 
would not be exactly at the desired point, this would 
be the most advantageous location, particularly as a 
spare room was available and some one always on duty. 
The booster installed is a General Electric 75-kw. 
direct-current generator, driven by a three-phase 
2,300-volt, squirrel-cage induction motor, operated by 
energy from the power line feeding the car shop. The 


_ use of alternating-current supply was decided upon. ‘$0. 


as not to subject the motor end to fluctuating voltage, 
as would have been the case had the trolley supply been 
used. The generator field is compound wound. A shunt: 
winding excited directly by the full trolley voltage 
gives a constant boost to the voltage, adjustable by 
means of the field rheostat from zero to 50 volts. The 
series winding is designed to add 100 volts to the line 
at full load, making the total full-load boost with — 

windings in use 150 volts. 
Since there is always some one on duty at the car 
ital 


house, semi-automatic control was_ installed. 
scheme of control of this set, designed by the writer 
and manufactured by the Cutler-Hammer Manufactur- 
ing Company, is shown in the accompanying diagram. 
All operations of the booster may be controlled from 
one position, the only apparatus operated being the 


the contactors, and the occasional use of the field rheo- 
stat for changing the constant boost voltage. 

The set is started and brought up to speed in the 
usual manner by means of the compensator. When thi 
running position is reached the potential transformer 
for the no-voltage release coil of the compensator is 
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<cited and two alternating-current contactors on the 
mitrol board, 2R and 3R, close as shown in the dia- 
ram. Contactor 2R applies the excitation to the shunt 
eld while 3R is for the purpose of cutting out the 
at upon failure of the alternating-current supply. 
fext, pushing the button NO opens the contactor S3 
n the right of the board which shunts the booster 
hen the set is shut down, and closes the two left-hand 
yntactors, S1 and S2, cutting the booster into circuit. 
© shut the set down, all that is necessary is to trip 
1e compensator, which drops out the two main booster 
mntactors, Sl and S2, and closes the shunting con- 
actor S38. 
The set is protected from overload by means of an 
verload trip coil OL, which upon operation cuts the 
ooster away from the line and closes the shunting con- 
7o Hampden 


1 


MQ.= Normally open 
NC= Normally closed 


: Booster 
firing Diagram of the Semi-Automatic Booster Installation of the 
Bangor Railway & Electric Company 
2—Booster armature con- NC—Push button to stop set. 
OS—Overspeed device. 
[—Potential transformer. 
B—Bell alarm, 
Ff—Shunt field rheostat. 
NO—Push button to connect 
booster in circuit. 


hi tactors. 

S3—Short-circuiting contac- 

DL_Overioua trip coil. 

2R—Shunt field contactor. 

3R—A-C no voltage con- 

tactor. 

actor S3, leaving the set running idle and ringing an 
larm bell, B. The set can again be placed in service 
y merely pressing the button NO. It is also protected 
gainst loss of alternating-current supply voltage, over- 
peed or reversal, which might be caused by the loss 
f alternating-current supply. An inspection of the 
viring diagram will render apparent the various opera- 
ions. Contactors S1 and S2 are mechanically interlocked 
vith S3 to prevent simultaneously opening or closing. 

It will be noted that in any of the above operations 
he division is never without current from the main 
ubstation, as upon the booster set tripping out from 
my cause or when the set is not in use the shunting 
ontactor allows current from the main substation to 
ass directly through the control panel and out upon 
he line. 

By use of the booster method, it was possible to 
hrow the major part of the load back to the main 
ubstation with a small amount of supply energy, the 
apacity of the power line feeding the car shop being 
imple for this purpose. The total installed cost of this 
quipment was $4,247.55, and it was completed Oct. 1, 
922. It has been in daily use since that time and.has 
fiven no trouble. . 


Fewer Accidents with 
One-Man Cars 


Recent Statistics from Stone & Webster Show Greater 
Safety with the One-Man Car and 
Confirm Earlier Experience 


N THE early days of the one-man car its use on a 

large scale was confined largely to Stone & Webster 
properties. During this time very important statistics 
on the greater safety of the Birney safety were made 
public through addresses and papers by members of the 
Stone & Webster organization, notably Henry G. 
Bradlee, W. H. Burke and others. These. statistics 
showed greater safety for the one-man car, not only on 
the basis of passengers carried but also on that of car- 
miles run in spite of the less carrying capacity of the 
car, and were of great help in establishing the one-man 
car principle in other cities. 

Recent statistics from the Stone & Webster organi- 
zation submitted at a hearing of the Massachusetts 


ACCIDENT STATISTICS 
One-Man Car Two-Man Car 


1 Revenue car-miles operated. . 74,561,600 66,717,300 
2 Revenue passengers carried, including transfers 388, 299,400 487,758,500 
Brbotaliaccidents;)). 71 Jn ikke nites Gee ne ye 919 EY fy 258 
4 Totalaccidents per 10,000 car-miles. . =e E1571 Oia} 
5 Total accidents per 100, 000 passengers carried 7.2 757 
6 Thousands of passengers carried per person 

manured or killeds:\:2 eset ween alee ee ee 75.4 54.1 
7 Tens of thousands of passengers carried per 

passenger accident ..6..4 0602 Juche eee re 3.4 


legislative committee in Boston on one-man cars and 
based on nearly four years’ experience of the Stone & 
Webster organization confirm the record of greater 
safety. These data were submitted by J. W. Gale and are 
based on city operation of twenty-two Stone & Webster 
companies and cover, with one exception, the period 
1920, 1921, 1922 and nine months of 1923. The excep- 
tion is in the injured and killed information, which is 
based on 1921 and 1922, 1923 data not having been com- 
piled in this form. 

In the accompanying table line 4, obtained from the 
accident and car-mile-figures given above, shows that 
the two-man car has 48.6 per cent more accidents on the 
car-mile basis than the one-man car. The next item, 
that of total accidents per 100,000 passengers carried 
shows that the two-man car has 6.9 per cent more acci- 
dents than the one-man car on the basis of passengers 
carried. If figured on the returns for 1921, 1922 and 
nine months of 1923, the ratio would be even higher, 
or 8.3 per cent against the two-man car. 

The next item gives the thousands of passengers 
carried for each person injured or killed. The figures 
show that with the one-man cars 39.3 per cent more 
passengers are carried for each such accident than with 
the two-man car. 

The next figure relates to passenger accidents, such 
as boarding, alighting, falling from cars, doors, gates, 
etc., and all inside car accidents except collisions. This 
shows that on an average 111 per cent more passengers 
are carried on the one-man car for every such accident 
than the two-man car. 

Stone & Webster also report that on the roads in 
question the cost per accident with one-man cars has 
decreased 25.5 per cent within the last three years, 
whereas the cost per accident with the two-man car has 
increased 13.5 per cent in the same period. 
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Union Recognition Sought 
Through Court Action 


Hearings Being Held This Week in Deteait on Phas of 
Detroit Union for a Mandamus to Compel 
Municipal Railway to Arbitrate Wages . 
and Working Conditions 


HE hope of the International local in Detroit for 

recognition by the Street Railway Commission 
hinges on the result ‘of the hearings this week before 
Judge T. A. Richter in the Circuit Court. The case of 
the men, which has been mentioned in the news columns 
of this paper, was presented to the court at a hear- 
ing on the afternoon of May 20. The petitioners based 
their claim for a mandamus on a clause in the charter 
of the street railway department requiring arbitration 
in labor disputes, but to this the commission ‘has -re- 
plied that the clause does not declare that the commis- 
sion should arbitrate with the existing union. 

The commission’s position, as so far made public, 
seems to be that it is anxious to have a definite under- 
standing in regard to wages and working conditions 
with its employees, but that it ought not to be com- 
pelled to negotiate with a union that it has never recog- 
nized. The management feels it is in charge of a trust; 
that it has no authority or right to permit non- 
employees (possibly non-residents of Detroit) to 
dictate the city policies of Detroit, either directly 
or indirectly, and that its duties, as directors of a 
self-supporting city department, are to return to the 
public in improved facilities or decreased fares what- 
ever it can after paying fair wages to the employees. 
In other words, the men must not profiteer at the ex- 
pense of the citizens of Detroit. It also feels that if 
the men understand the situation, they will be fair in 
what they want in wages and working conditions and 

will not press their demand for a 14 per cent increase 
at the present time. 

When the D.S.R. took over the property from the 
D.U.R. in May, 1922, there was a local of the Amalga- 
mated Association on the road. After taking the prop- 
erty over, the Street Railway Commission voted to con- 
tinue the same wages and working conditions as existed 
in May, 1922. This fact is put forth as a claim of 
recognition by the union, but the commission declares 
that what the union claims as a resolution was merely 
a recital before the board of wages and working condi- 
tions, that this recital was never incorporated in the 
minutes of the meeting and that if all the union claimed 
for it were true, it was for a year only and was never 


renewed... Last summer an arbitration board granted to oy 


the men an incr ease averaging about 10 per, cent. 


Co-OPERATIVE COMMITTEE OF MEN SOUGHT 


While these negotiations and court proceedings are 
being held, the D.S.R. management has been endeavor- 
ing to establish an organization within the system with 
which it can discuss. wages, operating conditions and 
other pertinent subjects. It wants a body to which and 
through which it can submit to the men statements of 
earnings of the property and statements on labor con- 
ditions, such as the fact that during April of this year 
the department received more than 2,000 applications 
for employment. From such a body also the depart- 


ment could obtain much valuable help in revising 


schedules and otherwise improving the service. 


ST. JEAN. 

: LINE aE . 
Senior High Rate Man Senior Low Rate Man 
‘Selected merely ‘because they are the senior 


men of the highest and lowest grades, we have 
asked the above men.to meet with us today. 


Through these men and any committees 
they may appoint, we wish to lay before the 
whole body of employes suggestions for great- 
er co-operation, as well as plans for handling - 
wage and working conditions on all the lines. 


The result of this meeting will be posted 
in this car house. 


No final action will taken until all em- 
ployes have been advised. 


Board of Street Railway Commissioners 


April 24, 1924. 


Notice of Appointment of Representatives of Election Board 


As a first step in the obtaining of this committee th: 
department organized an election board among‘ the 
platform men. This was done by appointing the senio: 
high rate man and the senior low rate man in eact 
division, as shown in the bulletin reproduced. It was 
under the direction of these men that the primar} 
election of May 13 took place. 

Prior to the time of the primary election it was 
announced that any platform man who desired to be < 
candidate for the committee could get his name on the 
ticket by speaking to his division superintendent anc 
getting five indorsers. The names and the numbers 
were posted in the carhouse and the men voted by num 
ber. The three highest on each line got their names or 


Employes’ 
Representative 


lection Ballot 


FOR 


_ Employes Representative. 


INSTRUCTIONS: 

To vote for the candidate you favor, make an (X) 
in the square at the left of their number. Candi- 
date’s number will appear opposite his name on the 
bulletin boards. These names are listed according 
to number of votes received by said candidates in 
primary election. 


VOTE FOR ONLY ONE CANDIDATE 


“Sample Ballot at Election of May 23 
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e ballot for the regular election on May 22. A typical 
wlot used in the May 22 election is reproduced. Up 
the present, the plan for a representative committee 
is been confined to trainmen. — 

At the primary on May 18, seventy-eight nominees 
ere named in a vote at which about 32 per cent of the 
ainmen voted, and the result was accepted by the 
»8.R: Among ‘the nominees was Herbert Meeker, 
resident of Division 26 of the street car men’s union, 
id two other members of the union board. The rank 
1d file of the men were asked by the union heads to 
more the election,:and since the primary nearly half 
- the election board and approximately 25 per cent of 
le candidates named are said to have sent in their 
‘signations to the board as board members and candi- 
ites. The reason given for the resignations was that 
| the opinion of these men the primary election showed 
at those elected would. not be representative of the 
ajority. 


OFFER OF LIFE INSURANCE 


Coincident with the statement that the department 
anted a co-operative committee of its employees, it 
nnounced a life, accident and sickness insurance for 
ll employees of six months or more of service. Briefly, 
1e amount of the life policy is $2,000, payable in event 
f death or permanent total disability of the holder 
efore the age of sixty. The accident and:sickness in- 
urance carries a weekly indemnity for $15 for total 
isability, resulting from accident occurring away from 
ork or from any sickness. No payment is made for 
ne first seven days or for more than twenty-six con- 
ecutive weeks. This insurance is without cost to the 


— NS 


men from April 26 to May 26, but after May 26 it will 
apply only to those employees who make written appli- 
cation for its extension,and authorize a deduction of 
$1.25 semi-monthly for it from their pay, and then 
only if at least 75 per cent of all of the employees who 
have completed six months or more of service apply for 
the insurance. 


Mayor Backs ‘COMMISSION 


_ The present Mayor of Detroit is F. E. Doremus, ‘who 
was elected in April, 1928, but he has been pre- 
vented by illness from performing the duties of Mayor 
almost from the time when he was elected. Acting 
Mayor Joseph A. Martin has upheld the street railway 
commission in its stand from the beginning and has 
notified the men that. in event of a strike police would 
be put on every car. 

As a future policy, civil service has been suggested 
by William B. Mayo, general manager of the street 
railway department, in behalf of the commission, as 
one way of determining the status of the car men as 
city employees and possibly eliminating further con- 
troversy with the union over wages and working con- 
ditions. Other city officials have expressed strong ap- 
proval of the proposal. It was pointed out that while 
undoubtedly it would work a hardship on many men on 
the system who .virtually had grown up operating 
Detroit cars and who because of lack of schooling might 
be unable to pass civil service examinations and would 
be forced out of their jobs, it possibly would be bene- 
ficial to others, as under civil service hours of labor 
are restricted, and this regulation might eliminate one 
of the principal complaints of the men. 


Association News & Discussions 


Secretary Hoover Warns Against 


Bureaucracy" 


ays No Greater Disaster Could Come to Workers of Electrical Industry 


than to Place Their Fate in Hands of 
Political Jobbery 


power means interconnection of sys- 
tems and larger central stations, coal 
or water, scattered over the whole 
Union. It is in daily progress before 
our very eyes: 

“Interconnection does not imply capi- 
tal consolidation or the building up of 
great trusts. It implies the sale and 
resale of power from one utility dis- 


EDERAL regulation is not the 
road to solution of these problems 
f interstate movement of power. I 
vould regard any federal\, regulation 
uch as has been found nécessary in 


ransportation as a disaster to the de-= 


elopment of our power resources. The 
act is slowly emerging that the United 
states will eventually divide itself into 
everal power districts each with its 
wn problems—problems relating to the 
rigin of power, problems of climate, 
roblems relating to the character of 
ndustries and uses. No national regu- 
ation can supply that intimate knowl- 
dge of local problems which this indus- 
ry requires. I believe that power 
levelopment and distribution would find 


*Pxtracts from the outstanding address of 
he Secretary of Commerce made over the 
elephone from Washington to the Atlantic 
ty Convention of .the National. Electric 

ae ht Association on ,May 21, 1924, on the 

ubject, “Superpower and Interconnection.” 


etoreit. 


its greatest solution in co-ordinated 
state regulation among groups of 
states, perhaps with voluntary assist- 
ance from the federal government in 
securing this co-ordination. We need 


4nterconnection between state utility 


commissions where conflicting questions 
arise. 

“We have some persons who insist 
that the federal government should now 
undertake wide superpower develop- 
ment. Not being a socialist, I am not 
Much of this discussion comes 
from lack of understanding of the prac- 
tical aspect of the industry. We find 
many people enthralled with the notions 
of ‘superpower’ or ‘giant power’ who 
conceive it a superimposed financial and 
industrial structure over all existing 
systems. At once they envisage a 
gigantic and grinding trust in the back- 
ground. -As a matter of fact no super- 


- structure of this sort is possible. Super- 


tribution system to another, and it 
implies co-operative action between 
utilities in the erection of central sta- 
tions. It must embrace, municipal plants 
as well as corporation plants,.,. It, im- 
plies no gigantic exploitation, ‘for that 
is impossible under state regulation of 
rates and profits. 


EFFECT OF BUREAUCRACY ON INITIATIVE 


“But. there are objections of more 
fundamental importance than this. As 
one who believes that the progress of 
our nation can come only by preserving 
on one hand ‘the vital initiative’ and 
enterprise of our people and. on the 
other an equality of opportunity to all, 
I necessarily do not favor the strangu- 
lation of both by the hand of bureau- 
ecracy and politics. No bureaucracy 
with a board of directors of 580 Con- 
gressmen- and Senators would. have 
made the electrical discoveries of the 
last fifty years or pioneered their ap- 
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plication. Our political system has not 
yet developed, and will not for genera- 
tions to come, to a point where it will 
have either the capacity to choose skill 
or the assured probity to operate these 
implements. Our institutions will break 
down if we impose such burdens. 

“We have seen nothing in our history 
to warrant us in the risk of stopping 
all progress by the deadening hand of 
the government. I know of no greater 
disaster that could come to the workers 
in this industry. than to place their fate 
in the hands of political jobbery or 
stifle their individual opportunities 


through the leveling of bureaucracy 
which all this would bring about. 
the same time the regulation of natu- 
ral monopolies by the government is 
a vital part of the preservation of this 
fundamental equality of opportunity to 
our citizens, for if the use of this great 
weapon of power were to fall unre- 
strained into the hands of dominant 
groups, then equality of opportuniy 
would also disappear. If we have not 
the capacity to regulate these great 
tools in public interest, we much less 
possess the capacity to operate them on 
behalf of the federal government.” 


High Points from N.E.L.A. Convention 


of Interest to 


HE National Electric Light Asso- 
ciation held its 47th annual con- 
vention at Atlantic City on May 19 to 
23, with a record attendance and with 
the general comment of delegates that 
it was distinctly the greatest conven- 
tion of the association. The gist of the 
entire procéedings is, published in the 
issue of ELECTRICAL WORLD for May 24. 
A few high points of particular interest 
to railway men are briefly noted here. 
Charles A. Coffin, for many years 
head of the General Electric Company, 
in a talk before the association, strongly 
recommended that the principles and 
practice of direct employee-employer 
counsel-table methods be wholeheart- 
edly engaged in as the best basis for 
maintaining satisfactory industrial re- 
lations. 

Secretary Hoover’s address, made by 
telephone from Washington, was clearly 
the outstanding contribution to the 
meeting. A portion of this, which deals 
with the subject of private versus gov- 
ernmental ownership, is presented in 
this issue under a separate heading. 

The public policy committee of the 
association, among several other ques- 
tions, discussed the agitation in some 
states for the abolition of public service 
commissions as a result of appeals to 
the courts by public utility companies 
against the rulings of the commission. 
The committee made this comment: 
“While we should certainly not recede 
from our right of appeal, still, wher- 
ever possible, it would seem good pub- 
lic as well as business policy to do 
everything within our power to settle 
our differences with the commissions 
and to appeal to the courts only as an 
extreme resort.” 

James T. Williams of the Boston 
Transcript made an address in which 
he said that the press and public util- 
ities are engaged in a common endeavor 
of serving the public. Aside from ad- 
vertising, however, public utilities have 
another relation with the press. They 
are themselves the sources of news of 
interest to the public—information hay- 
ing a real news valué. Making this 
information available ought to be re- 
garded as a normal function to be 
exercised with the same _ intelligence 
and with the same will to be fair to 
all concerned as in the case of adver- 
tising, but not by the same agents that 
place advertising. The two functions 

--are different; their purposes are dif- 
ferent; they call for skill of a different 
sort.. To attempt to combine them is 


Railway Men 


to put the press on its guard and to 
confuse the public. They ought to be 
as separate as in the conduct of the 
news, editorial and advertising depart- 
ments of a well ordered newspaper. 

H. G. Taylor, president National 
Association of Railway and Utilities 
Commissioners, in an address in which 
he found much praise for the enterprise 
and business conduct of the _ electric 
utilities, had this to say about the cam- 
paign for customer ownership of 
securities: “To my mind, the fine 
benefit from customer ownership will 
not come from the opening up of a 
hitherto untouched mine of capital, nor 
is the plan likely to be an alibi for 
ignorant and incompetent operation, 
nor will it make arrogance in manage- 
ment any more popular than it has 
been in the past. Customer ownership, 
if sincerely and honestly fostered, will 
revolutionize the industry through the 
introduction of higher moral values in 
the relations between the utility and 
its customers. If conducted on sound 
principles, it will have all the mutual 
advantages that flow from a satisfac- 
tory and successful partnership in an 
essential enterprise. 

“But woe be to the utility that ever 
violates the obligations which it thus 
assumes! All of the results from the 
time and money expended in cultivat- 
ing satisfactory public relations can 
be sacrificed over night through the 
failure of one or two large electric cor- 
porations by unwise and extravagant 
financing.” 

The rate research committee noted 
that during the year three important 
decisions were rendered on valuation, 
namely, the Southwestern Bell Tele- 
phone case, the Blue Field Water 
Works & Improvement case, and the 
Georgia Railway & Power case. In 
the opinion of the committee, these 
decisions boil down into the fact that 
the reproduction value of a public util- 
ity property, or at least what it would 
cost to replace it with property to give 
equal service as of the date of the pro- 
ceedings, must be considered in fixing 
the value of property as a preliminary 
to the fixing of just and reasonable 
rates. That is all that needs to be 
decided. The committee urged that in 
rate cases particularly the word “de- 
preciation” should be used with a great 
deal of hesitation, and in its place the 
phrase “renewals and replacements” 
should be substituted. - 

Speaking of the trend of court -deci- 


At. 


‘Business Administration of Harvard 


of the course, which will be under 


cisions and legislation, Carl D. Jack- 
son, special counsel for the N.E.L.A., 
said that the outstanding fact is that 
courts and commissions continue in 
their decisions to repeat and reaffirm 
the principles of common law estab- 
lished ‘centuries ago and of -American 
law developed in the early days of this 
republic. Recent decisions have, in line 
with these long-established principles, 
continued to hold their value, and that 
thought is the true basis of determin- 
ing a rate basis upon which earnings 
should in justice and in the interest. 
of the continued stability of the utility 
industry be based: To ‘do otherwise, 
they have held, would be in contraven- 
tion of the Fifth and Fourteenth. Amend-_ 
ments to the Constitution. “Going 
value” as a distinct element is still 
generally supported, being recognized 
by practically all the- federal courts 
and by 22 state commissions... Only 
two commissions have either criticised 
it or failed to. giveit consideration in 
fixing values. 4 

In the report of the insurance com- 
mittee, it was brought out that turbine 
insurance, electrical breakdown. insur- 


ance and engine breakdown insurance 


were considered during the year, and 
that. a decision was reached that the 
lightning and electrical apparatus clause 
of the fire insurance policies was most 
valuable in this connection, and that it 
was very doubtful that there would 
be damages from electrical breakdowns 
which would require special protection 
other than the protection provided by 
this clause. The report also stated 
that most of the companies are self- 
insurers for both workmen’s compen- 
sation and public liability, and results 
show this to be good practice and that 
there is no demand for reduction in 
rates charged. 

Among the officers elected at this 
convention are the following railway 
men: 

Franklin T. Griffith, president Port- 
land Railway, Light & Power Co., 
Portland, Ore., was elected president. 
P. S. Arkwright, president Georgia 
Railway & Power Co., Atlanta, was 
elected fourth. vice-president. H. C. 
Abell, Electric Bond & Share Co.; Ger- 
ard Swope, General Electric Co.; Ee. M. 
Herr, Westinghouse Electric & Mfg. 
Co., and Harry Reid, Interstate Publi 
Service Co., are members of the execu- 
tive committee. 

The committee on co-operation with 
educational institutions reported that it 
now has in production an authoritative 
text book on public utility problems. 
which is the joint effort of an eminent 
professor of economics and one of the 
leading executives in the central station 
industry. The book will be available 
within a year. The committee recom- 
mended the establishment of a* gradu- 
ate department for the study of pub 
lic utility problems at the School of 


University. The plan has received 
indorsement of the public relations 
tion of the association and the ex 
tive committee, and waits now upon 
the raising of a fund of $30,000 a yeai 
for three years for the maintenz 


Theodore Howard Dillon. ‘ 
The basis on which this course vy 
be carried on was outlined by Assistant 


fay 31, 1924 


HERECTREG RAITEWAY JOURNAL 


857 


lean Donald K. David, who explained 
at it would be conducted entirely as 
graduate school. 
) develop executives, but with the two 
ears of instruction which will be 
iven, the opinion was expressed that 
en will be provided who can start 
f the bottom of the industry with 
asic principles and sufficient orienta- 
on, so that they will be better pre- 
ared to develop into executives than 
they had not attended the courses. 
he case method of instruction, which 
as been employed in law schools, will 
2 used to develop straight thinking 
| arriving at decisions. The social, 
gal and economic aspects of business 
jministration will be considered 
liefly during the first year, and man- 
yement, rates, service and customer 
lations during the second year. In 
eparing the case book, it is expected 
_ spend $175,000. 


CUSTOMERS FURNISHED 33 PER CENT 
OF CAPITAL LAST YEAR 


M. R. Bump, chairman of the cus- 
mer ownership committee, reported 
at out of a total of $750,000,000 
hich has been raised for financing the 
mstruction programs of the central 
ation industry, approximately $250,- 
0,000, or 33 per cent, has been raised 
iis past year through the sale of 
curities to customers. The committee 
esented an elaborate detailed report 
the customer ownership activities of 
5 central station companies. The cost 
selling securities to customers still 
gages the attention of the industry, 
it the results in the last two years 
ive shown that it is possible gradu- 
ly to reduce the cost of selling to 
vels that are entirely conservative 
id satisfactory. 


.H.R.A. Committees Announced 


HE committee appointments of the 
_ Central Electric Railway -Associa- 
m for the year 1924 are announced 
th the issue of the Association’s 
srown Book.” The personnel of the 
mmittees is as follows: 
Auditing: Tudor W. Jones, chair- 
an, auditor Union Traction Company 


Indiana, Anderson, Ind.; Ira E. 
ithrie and L. T. Hixson. 
Constitution and By-Laws: Charles 


Henry, chairman, president Indian- 
olis & Cincinnati Traction Company, 
dianapolis; C. N. Wilcoxon, F. D: 
rpenter, W. S. Rodger and Samuel 
ddle. 
Finance: R. I. Todd, chairman, presi- 
nt Indianapolis Street Railway, In- 
mnapolis, Ind.; S. W. Greenland and 
A. Nicholl. 
Hotel and Arrangements: S. D. 
utchins, chairman, Westinghouse 
action Brake Company, Columbus, 
io; Harry L. Brown, John Benham, 
mes H. Drew, J. A. Donahey, C. 
rticos and L. P. Morris. 
Safety: Charles B. Scott, chairman, 
nager Bureau of Safety, Interstate 
blic Service Company, 72 West 
lams Street, Chicago; Neil Funk, J. 
Alexander, L. C.: Bewsey, G. S. 
lls, J. B. Stewart, E. M. Walker and 
mes Harmon. 
Program: M. Ackerman, chairman, 
1eral manager Cincinnati & Dayton 
action Company, Dayton, Ohio; I. 
sainaeneEinenatamemendiitemmennsmscaeiene ee 


No claim is made: ’ 


S. Rodger 


W. Hansen, J. C. Schade, W. 
and C. T. Dehore. 
Policy Committee: C. L. Henry, 


chairman, president Indianapolis & 
Cincinnati Traction Company, Indian- 
apolis, Ind.; A. W. Brady, James P. 
Barnes, E. J. Burdick, J. W. Collins, 
F. W. Coen and A. C. Blinn. 

Publicity: E. F. Wickwire, chairman, 
Ohio Brass Company, Mansfield, Ohio; 
Harry L. Brown, H. J. Kenfield, J. A. 
Greenland, H. A. Nicholl, Robert G. 
Tucker and H. R. Biery. 

Resolutions: Joseph A. McGowan, 
chairman, secretary Indianapolis Street 
Railway, Indianapolis; R. A. Crume, 
J. F. Starkey, Walter Shroyer and Gus 
Muhlhausen. 

Rules Covering Interchange of Equip- 
ment: G. K. Jeffries, chairman, general 
superintendent Terre Haute, Indianap- 
olis & Eastern Traction Company, In- 
dianapolis; C. S. Keiver, L. M. Brown, 
E. B. Gunn, P. L. Radcliffe and C. C. 
Fast. 

Transportation: L. M. Brown, chair- 
man, superintendent Interstate Public 
Service Company, Indianapolis; G. 
K. Jeffries, J. A. Greenland, C. S. 


Keever, F. W. Brown, R. N. Graham 
and H. R. Biery. 

Supply Men: Myles B. Lambert. chair- 
man, Westinghouse Electric & Manu- 
facturing Company, East Pittsburgh, 
Pa.; W. D. Hamer, H. H. Buckman, 
Hone Warne, oe Van Auken) GA: 
Wright, E. S. Gunn, W. McK. White,’ 
C. W. Ketteman, L. E. Gould and 
A. C. Olberding. 

Uniform Charges for Repairs ‘to 
Interchanged Equipment: A. Schlesin- 
ger, chairman, superintendent of dis-' 
tribution Terre Haute, Indianapolis &’ 
Eastern Traction Company, Indian- 
apolis; T. H. Nicholl, E. B. Gunn, 
J. W. Osborn, H. Savage, P. V. C. See 
and G. H. Kelsay. 

Membership: S. W. Greenland, chair- 
man, general manager Indiana Service 
Corporation, Fort Wayne, Ind.; F. D. 
Carpenter, C. J. Laney, Myles B. Lam- 
bert and J. F. Collins. 

Annual Transportation: L. M. Brown, 
chairman, superintendent Interstate 
Public Service Company, Indianapolis; 
G. K. Jeffries, J. A. Greenland, C. S. 
Keever, F. W. Brown, R. N. Graham 
and H. R. Biery. 


Track Removal Will Not Relieve 
Congestion® 


Engineers at A.S.C.E. Meeting Discuss Traffic Relief Measures—The 
Usual Proposal to Remove Car Tracks Was Answered by Several : 
Who Had More than a Superficial Idea of the Subject 


ONVINCING arguments to show 

that the removal of railway tracks 
from congested streets is not the way 
‘to solve the traffic problem were made 
by a number of prominent engineers at 
a recent meeting of the City Planning 
Division of the American Society of 
Civil Engineers. 

In a paper presented by Arthur S. 
Tuttle, chief engineer Board of Esti- 
mate and Apportionment, New York 
City, it was stated that the economic 
advantages of the surface car over the 
bus and taxicab, in capacity used, have 
been to a considerable extent lost in the 
crowded sections of the city by reason 
of the slowing down of speed. Harvey 
W. Corbett, architect, New York City, 
advocated the separation of rail, wheel 
and foot traffic, with the rail traffic 
being placed underground. Other en- 
gineers who had studied traffic problems 
in St. Louis, Mo., Pittsburgh, Pa., and 
Providence, R. I., differed with these 
ideas and argued strongly to show that 
the surface car lines must be retained 
as the most efficient users of the street. 

Assuming that a city might find itself 
fortunate enough to accomplish and 
finance such a separation of street 
traffic, Harland Bartholomew, engineer 
City Plan Commission, St. Louis, Mo., 
asked what problem would have been 
solved.. More traffic would be accommo- 
dated, but it would be just a question of 
time before one, if not all, of the sev- 
eral street levels would be congested 
What could then be done? More levels 
to accommodate more traffic? What 
would be the end? A different solution 


*Abstract of a paper and discussions 
published in the proceedings of the Amer- 
ican Society of Civil Engineers for May, 


1924 


of the problem must be found. No 
city has sufficient streets in its business 

district to, accommodate all its traffic. 

The volume of use is increasing, making , 
the percentage of traffic that can be 
accommodated in the streets of business 

districts continually less. Even though 
a saturation point of motor car owner; 

ship might be assumed, it would. be 

financially impossible to provide for’ 
unlimited accommodations of all kinds 

of traffic. 

The first step toward a solution | of 
this problem is the reduction or elim- ~ 
ination of unnecessary traffic move- 
ments. Studies recently made in sevy-, 
eral cities, Mr. Bartholomew said, had 
shown that from 20 per cent to 40 per. 
cent of the vehicular movement was 
commercial in character. The re- 
mainder consisted of individual pleasure’ 
cars, a small proportion of which con- 
ceivably might be engaged in strictly 
commercial use. Certainly a large per- 
centage of present street traffic bears 
little relation to the business develop- 
ment of the community. Such traffic 
should either be eliminated entirely 
from the congested areas or at least 
confined to a limited number of streets. 

The second step toward a solution of 
this problem is to correct existing 
street widths and arrange them so as 
to permit the greatest possible freedom 
and circulation of traffic movement 
without inviting prohibitive expense. 
The third and last step will be the de- 
centralization of congested areas either 
by enlarging the areas of the central 
nuclei or the establishment of outlying 
sub-centers or both. 

George S. Davidson, member of a 
committee to study the problem of 


street congestion in Pittsburgh, Pa., 
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said that it would appear at present 
that Pittsburgh cannot afford to have 
rapid transit subways. The best it 
can do would be to build subway loops 
for trolley cars in the congested part 
of the city. Building such loops would 
relieve the congestion of traffic in a 
small area known as “the golden tri- 
angle,” but even then only by a few 
hundred street cars every 24 hours. 
This would not materially reduce the 
congestion, which arises through the 
use of streets by thousands; of pleasure 
automobiles and commercial trucks. 


PRIVATE AUTOMOBILES WASTEFUL 
OF SPACE 


Not the least of the difficulties arises 
from the parking of cars in double lines 
along narrow streets, thus retarding the 
flow of traffic on such sections of the 
roadway as are not occupied by these 
standing vehicles. The large depart- 
ment stores are located within this area 
and the lady of the house adds her share 
of confusion by causing her ear which 
may represent only herself or at most 
a family of three or four to occupy 
100 sq.ft. of space for an hour at a time. 
Meanwhile the street car carrying 40 
or 50 people is occupying a moving 
area of not exceeding 400 sq.ft. 

There is an economic question in- 
volved in this whole matter, according 
to Mr. Davidson. The large sums of 
money which “it. may be. necessary to 
expend for underground loops for street 
cars must have their interest payments 
carried for many years and eventually 
be amortized. Who shall be burdened 
with these payments? Surely not the 
street car rider because he is now com- 
plaining, and with some reason, that 
he-is paying too much at present. It 
is not his vehicle that is the primary 
cause of the congestion. If not he, then, 
it must be the taxpayer. Arriving at 
this conclusion it must be considered 
that comparatively few of the tax- 
paying class are involved in the reduc- 
tion of congestion. These few are the 
automobile owners. It would seem that 
there are two general plans on which to 
work. One would be to formulate better 
regulations for controlling the automo- 
bile and truck traffic, in order that the 
occupation of the streets might be 
greatly reduced, and the other to plan 
street improvements for by-passing 
purposes, the automobile and truck 
owners carrying the cost. 


Cars Carry BULK oF TRAFFIC 


The trolley car is used to move about 
80 per cent of the population that does 
business in the congested areas, accord- 
ing to George T. Seabury, member of a 
committee to study the traffic problem 
in Providence, R. I. The remaining 20 
per cent is moved by automobile. It 
appears that one trolley renders service 
to approximately 40 people, where one 
automobile serves only about two 
people. In other. words, a trolley is 
equivalent in average use of carrying 
capacity to 20 automobiles. The space 
needed by a moving trolley is something 
like 100 lineal feet, whereas the space on 
the same street needed for a moving 
automobile is from 20 to 25 ft. There- 
fore, the use of street space for trans- 
portation of people by trolley is more 
efficient than that by automobile in a 
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ratio of at least four to one. It is 
admitted that subways for trolleys 
would be advantageous, but subways 
are an impracticable solution on account 
both of the time to build and cost. 

“It has been shown that as between 
the trolley and the passenger automo- 
bile, the latter must yield. This con- 
clusion is strengthened by the neces- 
sity for the use of the pavement by 
automobiles engaged in other than pas- 


senger traffic. It would inflict.an almost | 


impossible burden on the transaction 
of business to exclude commercial vehi- 
cles from the use of the streets not 
only. for purposes of transit but for 
loading and unloading. The elimination 
of the parked passenger automobile 
seems the logical immediate solution. 
It is admitted that the commercial vehi- 
cle abuses its logical pre-eminence. 
Trucks and delivery automobiles all 
loiter along and too frequently stand 
unused in front of a business house for 
long periods. In the main, however, the 
city is for business and the means of 
doing business must be given prefer- 
ence. 


Mr. Budd’s Power Company 
Wins Coffin Medal 


HE second annual award of the 

Charles A. Coffin prize for dis- 
tinguished accomplishment in the elec- 
tric light field was awarded to the 
Public Service Company of Northern 
Illinois, of which Britton I. Budd is 
president. Some of the things which 
were noted as standing out among the 
company’s accomplishments were that 
in a widely scattered territory with a 
population of only half a million, it has 
promoted company development, public 
relations and customer ownership with 
particular success. The company 
showed an increase in net revenue of 
nearly $600,000 in its fiscal year com- 
pared with the previous year. Some 
25,000 new customers were added to the 
lines during the year and the number 
of customer owners of its securities was 
increased 35 per.cent. They now num- 
ber 21,409, as against 15,864 at the 
end of the previous year. Two rate re- 


ductions marked developments during 


the year and in addition transmission 
lines were extended throughout the ter- 
ritory and generation station equipment 
installed to meet the growing needs for 
electrical energy. 

The company organized a department 
of public relations with a vice-presi- 
dent in charge, and every effort is made 
to have staff men answer complaints by 


personal call instead of by letter. <A. 


policy of aggressive advertising which 
succeeded notably was followed. News- 
paper advertising, painted highway bul- 
letins, colored posters, descriptive 
folders, motion pictures and the publi- 
cation of a very attractive yearbook 
constituted some of the public activities 
of the company which benefited it 
greatly. 

The same broad policy has been ad- 
hered to with employees. They have a 
saving fund with a total enrollment of 
1,769 subscribers, or 85 per cent of 
those eligible. A safety organization is 
in. operation and an employees’ co- 
operative council represents the em- 
ployees in their relations with the 
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management. A very attractive vaca~ 
tion resort was purchased for their 
benefit. 

The committee pointed out that the 
award to this company was a fitting 
tribute to the practical realization of 
the possibilities of development in ~ 
utilities serving many small and scat- 
tered communities. 4 


SS 


American 


Association News 


Hoover Conference on 
Highway Safety 


RESIDENT Budd of the American 

Electric Railway Association, at the 
invitation of Herbert Hoover, Secretary 
of Commerce, has appointed a commit- 
tee to represent the association at the 
joint-conference on street and highway 
safety which has been called by the 
Secretary. The object of this confer- 
ence is to study from every viewpoint 
causes of accidents and ways and means 
of reducing the number. There will be 
representatives of life insurance com- 
panies, motor vehicle interests, manu- 
facturers and others. The members to 
represent the electric railway associa- 
tion are as follows: J. P. Barnes, 
Louisville; C. E. Morgan, Brooklyn, and 
Charles B. Scott, Chicago. The associa- 
tion was also invited to appoint one 
of its staff members of the committee 
on statistics. E. J. Murphy, statistician 
of the association, will act on this com- 
mittee. ; "at 

The first meeting has been called for 
June 6 at Washington. ay 


a 


A 
“Tye iene oe ye ee 
Wood Preservation | 
ISCUSSIONS preparatory to the 
making of final recommendations 
by the various sub-committees were 
held at a meeting of the committee on 
wood preservation in New York on 
May 26. The circumstances under 
which the full cell treatment of poles is” 
preferable to the empty cell treatment 
were outlined. It was decided 
recommend the specification of a giv 
amount of oil to be used in treatment 
rather than a definite depth of penetra- 
tion. Along with this it will’be recom-_ 
mended that railways have inspectors 
on hand..during the *applieation of the 
pressure. treatment. ram r 5 
“Plans for the installation of open- 
tank pole treating plants suitable for 
medium sized or smaller companies were 
considered. It was decided to embody 
two sets of plans in the final report o + 
the committee. Methods of treating 
poles in place were also discussed. 
The committee decided to make 
report on the subject of conductivi 
of treated poles. In an appendix it 
planned to give information concerni 
the use of blight-killed chestnut f 
poles. p 
Those present were A. P. Way, chair- 
man; M. B. Rosevear, sponsor; M. J. 
Curtin, W. L. Harwood, J. L. Fritsch 
W. H. Fulweiler, E. F. Hartman and 
E. L. -Morier. oS 
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Maintenance of Equipment 


_ Device for Removing 
Air Compressors 


HANDY device has been worked 

out in the shops of the Pitts- 
urgh Railways for expediting the 
smoval of car air compressors. A 
arrow platform which can be raised 
od lowered is mounted in a shop 
it. This small elevator receives. the 
ympressor from the car after the 
olts have been removed and lowers 
to a position where it may be slid 
deways onto a cart. 
The platform is mounted on one 
nd of a piston rod which travels in 


wo 10-In. x 12-In. Brake Cylinders Form 
the Cylinder in Which the Piston of 
the Platform Elevating 
Device Operates 


wo 10-in. x 12-in. brake cylinders 
olted together in order to give suffi- 
ient travel to the platform. Air is 
sed to move the platform and is ad- 
1itted to either side of the piston 
hrough straight control valves. 

The cylinder is,installed in a re- 
ess in the wall of the pit, while the 


latform includes a short section of 


ail and extends over a. small adja- 
ent pit as well as the main pit. The 
latform is locked in the raised posi- 
ion when not in use, the section of 
ail forming a part of the pit track. 

In operation, the car is run over 
he pit so that the compressor is di- 
ectly above the platform. A small 
art is run onto the platform and 
he platform raised to take the load 
ff the fastening bolts. After these 
lave been removed the platform is 
owered so that the compressor may 
moved to the side under the car 


Platform Extends Over Inspection Pit and 
Shallow Pit. A Section of Rail Is Part 
of the Platform Which Is Locked 
in Raised Position When 
Not in Use 


framework. A ramp connects the 
shallow pit with the floor and per- 
mits the cart to be hauled out cf the 
pit by hand. 


Keeping Walls of Oil 
House Clean 


S A part of its program to im- 
. Apress upon workmen the neces- 
sity of keeping lubricating oils clean, 
the Philadelphia & Western Rail- 
way has painted the inside walls of 
its oil house white. In order to 
assist in removing finger marks or 
dirt from the walls and thus keep 
them in a clean condition, a washable 
water paint is used. This is a prod- 
uct furnished by the Maxwell Paint 
Company, Philadelphia, Pa., and is 
put up in paste form to be reduced 
with equal portions of cold water. 


Slotted Bar Stops Drafts 


Under Door 


SIMPLE device has been de- 

signed by W. L. Harwood, 
engineer power and equipment 
Worcester Consolidated Street Rail- 
way, Worcester, Mass., to prevent 
drafts under platform doors. This 
consists of a flat piece of iron with 
two slotted holes. The bar is fas- 


tened to the bottom of the door by 
two round head screws driven in 
just far enough to allow it to slide 
up and down to take care of the 
irregularities of the platform floor. 


Slotted Bar Closes the Gap Between the 
Platform Door and the Floor 


To give a better bearing for the flat 
edge and allow the bar to ride over 
rough places in the floor, such as 
safety treads, two split rivets were 
placed over the bars used on the ex- 
perimental model. The rivet was 
welded to the bar and the round head 
was ground off slightly to bear on 


Washable Walls Assist in Keeping Oil House Clean 
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the floor. Later it is planned to make 
a casting to serve this purpose. 

The device works very well and is 
particularly useful on old cars which 


are being converted for one-man - 


operation. In the conversion the 
bulkheads are removed, and because 
in many cases the platforms have 
sagged slightly there is an opening 
under the platform door which would 
allow cold air to enter. 


Reinforcing Journal Box 


Pedestals 


| Carer or cracks in truck side 
frames occur most frequently in 
the corners of the journal box pedes- 
tals. The Long Island Electric Rail- 
way, New York, N. Y., has had 
considerable breakage of side frames 
at this point, and in order to reduce 


Truck Pedestal Reinforced with Forged Bar 
to Prevent Breakage 


these breakages it is reinforcing the 
frames at the top and sides of the 
pedestal. The accompanying illus- 
tration shows the method followed. 

A bar of mild steel is forged to 
a shape that will fit accurately over 
the top of the pedestal and extend 
down along the top of the frame on 
either side. The edges of the bar 
and truck frame are scarfed where 
they join and metal is added by elec- 
tric welding, so as to weld the bars 
in place along the edges. Some 
broken frames repaired in this 
manner have now been in service for 
several years and are giving excel- 
lent results. 


Emergency Truck for Roll- 


ing Stock Department 


RACTICALLY every electric rail- 

way of any size whatsoever has at 
least one motorized emergency wagion 
for the line department and pos- 
sibly for the track department. But 
their use for the rolling stock and 
shops department is infrequent. The 
Reo Speed Wagon chassis, shown in 
the illustration, has been equipped 
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completely by the shop department 


of the Schenectady Railway-Company — 


for emergency attention to failures 
that occur on cars in service. Two 
spare trolley poles and wheels are 
seen fastened on top of the truck. 
Inside is a full complement of tools, 
equipment and materials to meet al- 
most any emergency or repair re- 
quirements of a car which may 
become disabled while in service. 
Jacks of -various sizes, crowbars, 
hammers, wrenches, pliers, saws, 
spare drawbars, etc., are carried. A 
stock of fuses, incandescent lamps, 
all sizes of wire and numerous other 
small parts are carried in this wagon. 
It is also equipped with heavy tools 
such as shovels, crosscut saws, axes, 
etc., in order to co-operate with the 
road department. 

Niles Persons, master mehanic, is 
responsible for the use and equip- 
ment of this wagon. 


Trouble Truck Used by Rolling Stock Department in Schenectady 


White Truck Used by Georgia Railway & Power Company Unloading Armatures @ 
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; f ; 
_-Truck Replaces Car for — 
Transporting Armatures © 


5-TON White truck, shown in 

the accompanying illustratio 
is being used by the Georgia Railway 
& Power Company, Atlanta, Ga., fom 
carrying armatures and other hea 
parts from the various carhouses te 
the company’s Fulton County plant 
where they are repaired. The winel 
with which this truck is equipped i 
part of the standard equipment of 
the White truck, while the crane 
arm and the body were built by the 
railway. The truck weighs 12,000 lb. 
and has a capacity of 10,000 Ib., mak 
ing a total weight of 22,000 lb. Co 
pressors, motors, wheels and axl 
and other heavy material, which 
were formerly carried to and from 
the shops by a work car, are now 
handled quickly and easily by this 
truck. 


the Repair Shops 
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ent Available 


lew Series of Shop Trucks 


DIVE new types of industrial 
1 trucks are being marketed by the 
ale & Towne Manufacturing Com- 
any, Stamford, Conn. These are 
esignated as K-20 to K-24, inclu- 
ve. Three of the types particularly 
lited to electric railway use are 
lustrated. The K-20 model is a 
igh platform truck for moving 
aterial and handles miscellaneous 
nits which can be placed on the 
atform by hand and by chain blocks 
r hoists. Auxiliary equipment de- 
gned for these trucks includes a 
ravity dump for handling loose 
aterial and an electrically operated 
vinging boom crane for lifting 
savy equipment parts. 
Large wheels and full spring sus- 
ensions give smooth operation over 
ugh surfaces. Steel frames, heat- 
‘eated alloy steel axles, with ball 
earings, are used in the construc- 
on. The controlling mechanism is 
specially designed to facilitate han- 
ling in narrow aisles and congested 
laces. The truck has a rated car- 
ying capacity of 4,000 lb. and can 
e turned in a radius of 91 ft. The 
heelbase is 58 in. and the over-all 
ngth is 1022 in., with over-all width 
f 38 in. 

The K-21 model is similar in form 
» the K-20, but is equipped with a 
ider platform. 

The K-22 model is_ particu- 
rly convenient for electric railway 
hops. This is a self-loading trans- 
ortation unit with an elevating 
latform. It can be used to lift 
aaded skids from the floor, or can 
uke equipment directly from cars 
nd transport it to places on a bench” 
gr overhauling. The truck has a 


= 


At left, K-23 low platform general utility truck. 
At right, the model K-20 high platform general utility truck 


low center of gravity and pressed 
steel one-piece longitudinal frame 
members. This truck also has a car- 
rying capacity of 4,000 lb. 

The lifting mechanism is of the 
triple, spur-geared reduction type. 
The platform is raised through two 
Yale steel chains of 2 ton capacity 
each. Mechanical lowering, speed 
control And automatic upper and 
lower limit stops are provided. The 
wheelbase of this truck is 55 in. and 
the over-all length 105 in. It can be 
turned in a radius of 84 in. and will 
travel at a speed of 6 miles per hour 
on a level floor, with a load of 
4,000 Ib. 

The model K-28 is a general utility 
truck, designed with a low platform 
to reduce lifting. It is built. for 
heavy duty and for operation where 
the road surface is in good condition. 
Its over-all length is 110% in. with a 
wheelbase of 554 in. It can be 
turned in a radius of 89 in. 

The company has also placed on 
the market a type known as K-24, 
This is a three-wheel tractor truck 
and is particularly efficient as a small 
load carrying truck and for use in 
hauling a trailer. The truck has a 


particularly low center of gravity, 
which insures safe operation without 
danger of overturning or tipping 
sidewise. 


861 


Reversible Wood Shaper 


RECENT addition to the wood- 
working machinery marketed by 


the Crescent Machine Company, 


Leetonia, Ohio, consists of a revers- 
ible single spindle wood shaper. The 
machine is adapted for use on irreg- 
ular molding operations. 

The base is a strong rigid hollow 
casting, 
cross-ribs. 


with heavy supporting 
The table is also of cast 


Single Spindle 
Shaper 
Arranged for 
Belt Drive 


iron, securely bolted to the..base. 
The spindle is mounted on two SKF 
self-aligning ball bearings. It is 
given additional support at the lower 
end by passing through the vertical 
hollow shaft that carries the cone 
pulley. This shaft is also ‘mounted 
on ball bearings that provide for 
both radial and end thrust. The 
spindle may be raised 7 in. above 
the table or dropped entirely below it. 
By removing the driveshaft and its 
supporting bracket a motor base may 
be substituted, on which can be 
mounted any standard motor run- 
ning at approximately 800 r.p.m. 
The floor space required with 
motor mounting is 36 in. x 50 in. 
The table is 86 in. square and the 
top is 36 in. above the floor. Regular 
equipment furnished with these 
shapers includes a pair of 2-in. 
straight knives, two guide pins, col- 
lars to fill the spindle, two throat. 
collars, a wrench and slotted collars.. 


' Three New Trucks Suitable for Electric Railway Shops 
In center, Mod2] K-22 with elevating platform, 
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The News of the Industry 


One-Man Permits Revoked 


Question of Availability of New Equip- 
ment Reopened by Accident 
at Berkeley 


The permit to operate one-man cars 
in the city of Berkeley, Cal., has been 
revoked, after the cars had run just 
thirty days of a six months’ probation- 
ary period. This drastic action was 
taken at the demand of improvement 
clubs following a crash between a one- 
man car on the Ashby Avenue line and 
a Southern Pacific electric train at 
Ashby Avenue and Adeline Street, on 
the sixth day of the probationary pe- 
riod. No one was hurt in the accident, 
but passengers were shaken up and one 
girl claimed that nervous prostration 
had resulted from the shock. 

A series of mass meetings was held 
after the crash and the demand for the 
removal of the cars from the streets 
of the city became so insistent that the 
Council voted seven to two to rescind 
the permit. Under the provisions of the 
revocation the railway may, at a later 
date, apply for permission to operate 
one-man cars in Berkeley on other lines 
where there are fewer grade crossings. 
It is understood that such an application 
will be made. 

The one-man cars have not entirely 
ceased to be run in the East Bay cities. 
At present they are operated on six 
lines in Oakland, small feeder lines for 
the most part; on one in Alameda, 
one line in Emeryville and one in San 
Lorenzo. No objection has ever been 
raised to the cars on these routes as 
they are short-haul lines and do not 
cross railroad tracks. 

The Key System Transit Company 
has eighty cars of the one-man type, 
twenty-five of which were purchased 
in 1920 with the permission of the 
State Railroad Commission at a cost of 
$162,500 and fifty-five in the summer of 
1923 at a cost of $797,000. The cars 
purchased in 1920 are of the single- 
truck type, while the others are of the 
newer, one-man, two-man: type. 

It is ‘pointed out by the Key System 
in a’ report made’ 'to-'the Mayor and 
the Berkeley City Council that in 
nearly four years of operation in the 
East Bay cities these one-man cars 
have traveled 3,103,336 miles of more 
or less congested city streets and have 
carried 16,354,764 passengers without a 
single fatality to passengers or pedes- 
trians and “with an entire elimination 
of the dreaded step accidents, so com- 
mon on all other types of cars.” It 
is further related that the cars have 
passed in safely 2,687,590 steam and in- 
terurban and street railroad crossings, 
traveling 10,000 miles of track. The 
company also asserts that the Cali- 
fornia State Railroad Commission has 
repeatedly expressed the official opinion 
that the operation of one-man cars is 


safe and economical, and has readily 
consented to their purchase by the 
company. 


Chicago Purchase Negotiations 
Drawing to Close 


The end of the present negotiations 
between the city and officials of the 
surface and elevated roads in Chicago 
looking toward the purchase of the lines 
by the city has almost been reached. 
Mayor William E. Dever so admitted 
recently after the tenth conference 
called to discuss ways and means for the 
municipalization of the properties. A 
statement by Mayor Dever shed no real 
light on the progress made, He said: 


I expect we will be able to agree or dis- 
agree at our next meeting. More than 
that I will not say. 


If the Mayor’s comment can be in- 
terpreted to mean ‘that a working 
agreement as to price has been reached, 
the entire project will be rushed to the 
voters for their approval. Thus far, 
the owners of the properties have 
agreed to accept the Schwartz certifi- 
cates in payment, and the operation of 
the lines, it has been agreed, will be in 
the hands of a joint board. 

At the tenth conference John J. 
Mitchell, chairman of the board of di- 
rectors of the Illinois Merchants 
Bank, who has been out of the city, 
was present. This is the first time he 
has attended since the conference be- 
gan. 

The other conferees were the same as 
those who had appeared at previous 
meetings, with the exception of Samuel 
Insull, who was represented by former 
Attorney-General Patrick J. Lucey. 
The Surface Lines were represented by 
Henry A. Blair and Leonard A. Busby. 
Attorneys and officials, of the First 
Trust & Savings Bank, the First Na- 
tional Bank, the Harris Trust &. Sav- 
ings Company and the banks of the 
Illinois Merchants group were present. 


Conferences on Bus Franchise 
for Buffalo 


Herbert. G. Tulley, president of the’ 


International Railway, Buffalo, N. Y., 
and Mayor Frank X. Schwab have been 
holding a series of conferences in ref- 
erence to a proposed franchise which 
would authorize the International Bus 
Corporation, a subsidiary of the traction 
company, to operate buses in Delaware 
Avenue from McKinley Square to the 
Buffalo-Kenmore city line. Mayor 
Schwab asks the company to consent 
to a 7-cent fare with free transfers to 
connecting car lines, but the Interna- 
tional asks the right to charge a 10- 
cent fare with an extra 3-cent charge 
for transfers to connecting car lines. 
Enlargement of the Bailey Avenue bus 
line of the company also is sought by 
the municipal authorities. 


Fares Up in Baltimore 


Rate to Be Advanced from Seven t 
Seven and One-Half Cents by 
Ticket—Eight Cents Cash 


An increase in fare from 7 cents 
7% cents has been granted the Unit 
Railways & Electric Company, Bal 
more, by the Maryland Public Servi 
Commission, effective June 1, 19% 
until April 30, 1925, unless changed - 
the commission. This new rate is p1 
vided when tickets or checks are so! 


-but in cases of cash fare the rate w 


be 8 cents for all persons more thi 
twelve years of age. At the same tir 
the commission ordered numerous zo 
extensions requested by the public ai 
also ordered a valuation of the pro 
erty. Bus service is to be establish 
between the northern and the southe 
ends of the city east of Patterson Par 
The three members of the commissi 
were not a unit in the decision, t 
majority consisting of Chairman Ez 
B. Whitman and Commissioner Haro 
E. West. Commissioner J. Fra 
Harper filed a minority opinion. 

The order filed by the majority fix 
the rate for children between the ag 
of four and twelve years at 4 cents. 
further requires that transfers — 
issued without charge to and from t! 
Curtis Bay line. Heretofore, there h 
been a charge of 3 cents for the 
transfers. A special rate is order 
for school children. The company is. 
place on sale school tickets at a ra 
of 5 cents each, which are to be honor 
when presented by children more th: 
twelve years old who attend publi 
parochial and private schools, includil 
the high schools. This sale, howeve 
is to be subject to such reasonable r 
strictions as the company shall pr 
scribe, subject to the approval of t! 
commission. 

The company is ordered to s 
tickets or checks at the rate of 7% cen 
each on its cars, at its offices and wai 
ing rooms, those sold on the cars beit 
given to the public, in quantities of m 
or more. 

’ Even ‘under favorable prospects f 
1924; with-a normal increase in ridi1 
in Baltimore, it is clear to the Commi 
sion that, with the 7-cent fare mai 
tained, the company could make | 
zone extensions or other service ir 
provements, maintain its property a1 
preserve its credit. The majority 1 
port pointed out the great increase 
the expenses the railway was und 
due to the increased cost of labor a1 
materials. It stated that the increa 
in the cost of the user of transport 
tion in Baltimore had been only 40 p 
cent, while the operating costs of 1] 
railway had increased from $4,102,7| 
in 1915 to $9,799,312 in 1923. For tl 
same period taxes: increased from hie 
675 to $1,800,335. 
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At the hearing before the commission 
there was considerable agitation for a 
Jower fare, some urging a 5-cent rate. 
In dealing with this subject the ma- 
jority report says that even a super- 
ficial examination of the figures should 
convince any reasonable man of the 
absurdity of this request at this time, 
or for any marked reduction in the 
present rate. Such agitation is termed 
either dishonest or ignorant. Further- 
more, the opinion says, a material re- 
duction in the fare rate would raise 
the question of confiscation. 

The maintenance estimate of the com- 
pany for 1924 is increased by $25,760, 
due to added labor costs, and the power 
service shows an increase from $1,312,- 
621 to $1,315,081, also due to extra 
labor costs. Platform labor has in- 
creased in cost from $3,995,475 to 
$4,075,385 and other transportation ex- 
penses are increased from $1,069,610 to 
$1,089,110. The sum of $567,967 set 
aside for accidents and damages is the 
same for 1924 as in 1923. The gen- 
eral and miscellaneous item was in- 
creased from $865,286 to $873,786, due 
to the advance in labor costs. 

The opinion states that the total op- 
erating expenses will increase $136,- 
276 in labor costs if there is no in- 
crease in the car riding. These costs 
will increase from $9,799,312 in 1923 to 
$5,935,588 in 1924. The depreciation 
fund for 1924 is figured as the same as 
the depreciation in 1923. 

In its conclusions the majority 
opinion of the commission says there 
was nothing to indicate there would be 
any increase in the number of revenue 
passengers in 1924 over 1923; there 
was no testimony which would lead 
the commission to believe that the op- 
erating expenses would be decreased 
unless the service was cut to a greater 


extent than it had already been cut; . 


the Commission was convinced that the 
company’s depreciation allowance should 
be sufficient to permit it to retire a num- 
ber of cars each year; the company esti- 
mates that its income for 1924 will be 
$756,687, or $219,579 less than in 1923 
if the 7-cent fare is maintained, and 
in order to increase this income so as 
to approximate the $1,000,000, which 
the commission believes is necessary 
properly to maintain the credit position 
of the company, it would be necessary 
to make drastic cuts in the present 
service; it is agreed that it would be 
impossible to require the company to 
make the extensions and other improve- 
ments ordered if the 7-cent fare were 
maintained; on the basis of an 8-cent 
single fare, or two tokens. for 15 cents, 
the gross income of the company, it is 
estimated, would be increased by 
$1,168,212. From this would be taken 
$588,631 for zone extensions and read- 
justments and reduced fares for school 
children and $373,705 for increased 
labor costs, taxes and fixed charges. 
This would leave the company but 
$205,876 of the increased fare. This 
sum, added to $976,266 net income in 
1923 before payment of dividends, 
would bring the net income for 1924 to 
$1,182,142. This would make the gross 
income approximately one and one- 
third times its fixed charges. 

The report concludes that the prop- 
erty of the United Railways should be 
valued for rate-making purposes, and 


that when the rate is fixed for 1925, it 
should be based upon the fair valua- 
tion of the company’s property used 
and useful in the public service. 

Commissioner Harper in his minority 
dissenting opinion, said the rate should 
not be increased unless the right of the 
company to such increase is shown to 
be clear and conclusive. He said that 
the evidence in this case showed that 
in 1923 the company did earn substan- 
tially a balance to surplus, and in his 
judgment it might reasonably be ex- 
pected to earn in 1924 a balance ap- 
proximately equal thereto in amount 
under the present rate of fare. 

The bus lines of the company are 
not affected by the decision. The fare 
on the buses will continue at 10 cents. 


Suburban Line on Long Island 
Rezoned 


Passengers on the lines of the New 
York & Long Island Traction Company 
from Mineola to Valley Stream were 
subjected to an increase in fare on 
May 25. The company decided that by 
cutting in two the distance which a pas- 
senger may ride for 5 cents, thus, in 
effect, zoning the line, the increase of 
revenue will equal that which could be 
obtained by doubling the fare itself. 

The change was brought about by the 
action of the governing authorities of 
each municipality through which the 
line passes. Each granted a temporary 
amendment of franchise, by suspending 
the fare requirements, and permitting 
the adoption of the new schedule. Per- 
mission was then obtained by the re- 
ceiver, Gen. Lincoln C. Andrews, from 
the Public Service Commission to put 
the change into effect on one day’s 
notice. 


Arbitration of Wages in 
Cleveland Concluded 


Arbitration hearings over the demand 
of Cleveland trainmen for a wage in- 
crease and changes in their working 
conditions were concluded on May 27. 
In an effort to substantiate their de- 
mand for 85 cents an hour for the first 
three months of service, 87 cents an 
hour for the next nine months and 90 
cents an hour after the first year, in- 
stead of the present rates of 55, 57 and 
60 cents an hour, the men placed on 
the witness stand William Polk, presi- 
dent of their local union, and William 
Rea, the union’s financial secretary, in 
addition to other trainmen. 

Mr. Rea testified that it required an 
income of $2,442.72 properiy to support 
a family of five in Cleveland and that 
this budget did not include ‘savings of 
$300 a year, which he felt a man earn- 
ing approximately $2,500 a year should 
set aside. 

Mr. Polk said he had been a conductor 
twenty-six years and had a wife and 
six children whom he has been support- 
ing on an income of approximately 
$1,400 a year; that he was not able to 
set aside any savings or indulge in any 
amusements or books, or see any movies 
or ball games. Another witness for 
the men, an extra man, said he was 
making $1,200 a year, while a motor- 
man in the service fourteen years said 
his earnings were approximately $2,000 
a year, working’ seven days a week. 


Paul E. Wilson, secretary of the 
Cleveland Railway, testified that an 
investigation of the home conditions of 
the company’s 2,892 platform employ- 
ees showed that 536 owned their own 
homes and also owned automobiles, and 
that of 1,117 employees who lived in 
rented houses, 162 owned autos. He 
also testified that the wages of the car 
men had gone up 100 per cent in the 
last ten years, while living costs ad- 
vanced only 63.4 per cent. He added 
that the men were asking now for 15 
cents an hour more than they got in the 
so-called “peak price.’’. Mr. Wilson said 
that the family budget submitted by 
Mr. Rea was too high and that $1,988 
was sufficient instead of the $2,442 
testified to by Mr. Rea. 

Both John J. Stanley, president of 
the company, and Mr. Wilson asserted 
on the witness stand that the financial 
condition of the Cleveland Railway 
would not permit any such increase of 
wages as demanded. by. the men. 
Responding to an inquiry as to whether 
or not it would be possible'to reduce 
the company’s maintenance’ allowance 
below 12 cents a car-mile, Mr. Stanley 
said there should be an increase in the 
maintenance allowance. 

Ralph W. Emerson, general manager 
of the railway, testified that to meet 
the men’s demands the company’s ex- 
penses would be increased by $4,934,466, 
divided this way: 
_ $2,466,728 would be the cost of the wage 
increase, y 

$1,036,580 would be the cost of granting 
one day off in eight. 3 

$429,038 would be the cost ‘of. increasing 
layover time at the end of each run from 
four minutes to ten minutes. 

$378,747 would be the cost''of paying 
time-and-a-half for Sundays and holidays. 

$361,638 would be the cost of two weeks’ 
vacation asked for by the men. 

James W. Holcomb, former city. street 
railway commissioner, is chairman of 
the board of arbitration, while. United 
States District Attorney, A. E. Bern-. 
steen and Max S. Hayes, editor of a 
Cleveland labor publication, are ar- 
biters representing the union, and 
Attorney Charles Higley and Thomas 
P. Schmidt, a director of the railway, 
represent the company. > 

The demands of the men. were sum- 
marized in the issue of the ELEcTRIC 
RAILWAY JOURNAL on April 19, page 632. 


Seeks Permission for Trackless 
Trolley in Albany - 


In the city of Albany a solution may 
be reached for the improyement. of 
Western Avenue adjacent. to which the 
United Traction: Company owns a pri- 
vate right-of-way. The railway has 
suggested that it be allowed to remove 
its tracks and substitute trackless trol- 
leys. Any such operation, it is said, 
would have to be conducted by the re- 
cently incorporated holding company as 
there is some legal question of the right 
of a street railway corporation to oper- 
ate trackless trolleys. The Mayor of 
Albany has named a citizens’ commit- 
tee to confer with the traction officials. 

Anticipated bus competition with the 
traction company in the south end of 
the city failed to materialize when the 
parties interested failed to make formal 
the tentative application they had ad- 
vanced for permission to operate such 
service. 


200,000 Bus-Miles Without 
an Accident 


Operatives of the Kentucky Carriers, 
Inc., along with the carmen of the 
Okolona interurban line, of the Louis- 
ville & Interurban Railroad, and car 
men of the Bardstown Road city line, of 
the Louisville Railway, the two former 
being subsidiaries of the latter com- 
pany, heard at a recent dinner that the 
bus men had operated the equivalent 
mileage of eight times around the world 
without an accident. The Interurban 
carmen had no accidents, and the Bards- 
town Road car men operated the equiva- 
lent of 25,156 miles per accident, as 
against an average of 5,914 miles per 
accident for all lines. Each month a 
dinner is given for the men with the 
lowest percentage of accidents, based 
on the number of miles covered during 
the previous month. 


New Aurora Company Would 
Operate Buses 


The Western Coach Company, Aurora, 
Ill., of which Attorney B. P. Alshuler, 
Aurora, is.president, has’ filed an appli- 
cation, withthe Hlinois Commerce Com- 
mission for permission to operate buses 
from:;Chicago to the Aurora, Elgin and 
Geneva stations of the Chicago, Aurora 
& Elgin, Railroad. It is the plan of 
the company to carry both passengers 
and) freight. 

The company is capitalized at $100,- 
000, It was:recently granted a charter 
to. “own and operate motor coaches, 
buses, and trucks.” L. J. Miller, attor- 
ney; Ralph C. Putnam and Attorney 


Alshuler are named as the incor- 
porators. Mr. Miller is secretary of the 
company. 


A petition was filed with the Illinois 
Commerce Commission some time ago 
by the Aurora, Elgin & Fox River Elec- 
tric Company, for which Mr. Alshuler 
is attorney, for a certificate of conven- 
lence and necessity to operate motor 
buses and trucks between Aurora and 
Elgin and intervening points for the 
carrying of passengers and freight. 
The commission has not acted on this 
petition. 


Automatic Change-Making Device 
in New York Subway 


As a means of still further lessening 
delays for the public in subway stations 
in New York, Frank Hedley, president 
of the Interborough Rapid Transit Com- 
pany, and James S. Doyle, assistant to 
the general manager, have been experi- 
menting for the last two years on an 
automatic change-making device to in- 
crease the speed with which patrons 
can get change for dimes, quarters or 
fifty-cent pieces. As a result of their 
work a device has been perfected which 
is both a change maker and a bad coin 
detector. 

A demonstration of the operation 
of one of the machines was made 
on May 22 at the uptown Seventy- 
Seventh Street station of the Lexington 
Avenue subway. The operation of the 
machine in providing the exact ‘change 
is practically instantaneous. It is ex- 
pected that within a few days: these 
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machines will be in operation for use 
by the public at the uptown side of the 
Seventy-seventh Street station of the 
Lexington ‘Avenue subway line. Fur- 
ther installations at other stations wil! 
proceed gradually. 


More Railway Buses Proposed 
for Use in Houston 


The Houston Electric Company, 
Houston, Tex., recently requested the 
City Council to grant it permission to 
operate two additional bus lines in ter- 
ritory that is not served by its present 
railway system. Both sections are in 
well developed territory. 

Several former jitney operators also 
petitioned the Council for permits to 
operate over the same routes, but were 
refused, due to the recent elimination 
of all jitneys and the Houston Electric 
Company’s willingness to serve these 
two sections of the city. 

The line to serve the section known 
as Eastwood has been approved by the 
Council and the other will no doubt be 
approved. 


The Houston Electric Company ex- 


pects to purchase ten additional buses 
to operate on these routes. The new 
buses will each seat twenty-nine pas- 
sengers, the same as the ones now in 
operation. 


Puget Sound Seeks Temporary 
Restraining Injunction 


Upon the failure of the Puget Sound 
Power & Light Company, Seattle, 
Wash., to meet the demands of W. W. 
Shields, county treasurer, for payment 
of the 1919 taxes on Seattle’s Munic- 
ipal Railway system, the company has 
been served with notices of distraint of 
the major portion of the physical prop- 
erties of the company. In an effort to 
stay confiscation and sale of its prop- 
erty the company promptly asked the 
Federal court for a temporary restrain- 
ing injunction until after a hearing. 
The suit charges the city and county 
officials with fraudulent and oppressive 
action. Mayor Brown states he will 
suggest in his annual message to the 
Council that the city acquire by pur- 
chase or condemnation transmission 
lines and other equipment of the com- 
pany. President Leonard states that 
the properties are not for sale. The 
sheriff has levied on $2,000,000 of Seat- 
tle property, including executive offices, 
central stations and substations on 
which the sale has been ordered June 10. 

The city purchased the railway prop- 
erty in March, 1919, and it has been de- 
termined in the courts that the power 
company is liable for the tax for the 


first quarter of the year 1919, or until. 


the purchase date, and the city for the 
remaining period of the year. 

The situation was brought to a cli- 
max when President A. W. Leonard 
informed the treasurer that the com- 
pany was determined to pay only its 
share, or one-fourth of approximately 
$690,000. Mr. Leonard offered to pay 
the company’s one-fourth share direct 
to the county, or to the city, which then 
could pay its taxes in whole. 

The county takes the stand that the 
company is listed on the 1919 tax roll 
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as owner of the railway property, a 
that, in view of this fact, the company 
alone is responsible to the county f 
payment of taxes, that any agreeme 
between the company and the city f 
payment is foreign to the questior 
Since the company no longer holds title 
to the railway property, the county 
treasurer declares that distraint pro 
ceedings can only be instituted agains 
the present property of the company. 

The failure of the city to fulfill its 
contract with the company regardi 
the shearing of the 1919 tax was the 
result of an opinion furnished by Cor- 
poration Counsel T. J. L. Kennedy, who 
held that the City Council was withou 
authority to appropriate the nea 
funds. Moreover, the corporation coun. 
sel asserted, the Council exceeded its 
authority when, in drawing the terms 
of purchase of the railway, it agreed 
to share the 1919 tax. Mr. Kennedy 
held that neither the general fund nor 
the street railway revenue fund might 
be tapped to provide the money, and 
that a bond issue to meet the demand 
would not be legal. { 

Corporation Counsel Kennedy denies 
the statement made that the city, 
through failure to pay three-fourths 
of the tax, has abrogated the entire 
railway purchase contract. 


Inquiry Into Indiana Wreck 
Completed | 


Federal, state and county officials 
brought their investigation into the 
fatal traction wreck at Roanoke, Ind., 
to a close at Fort Wayne on the after- 
noon of May 27 after questioning about 
fifty persons, including members of the 
executive staff of the Indiana Service 
Corporation, members of the train 
crews, train dispatchers, maintenance 
officials and passengers on the ill-fated 
cars. 

While federal and state agents re- 
fused on May 27 to indicate the nature: 
of reports which they would submit 
after a final examination of all evidence: 
taken, coroner J: W. Good, who had’ 
charge of the county investigation, in- 
timated that his verdict to be returne 
in two or three days would include th 
Indiana Service Corporation as join 
responsible for the crash with members 
of the train crew of the eastbound flier, 
the traction company being held re 
sponsible merely as a formality and b: 
the fact that the officers of the compan 
were responsible for the actions of 
their agents. 

The joint probe brought out the fa 
clearly that the crew on the eastb 
train failed to take into account 
schedule of the fast Wabash Va 
Flier, the crack Fort Wayne-Indi 
apolis Limited train, and left a s 
ing at Mahon, a mile west of Roano 
without allowing the ordered “f 
minute clearance of all regular trains’ 
which is duly prescribed. _ 

President Feustel said on May 27 tha 
this failure probably resulted from 
negligence on the part of the e 
bound crew to observe the time 
pended in rearranging a trolley 
after backing from the Mahon sidin 
eight minutes before the schedule tim 
the limited flier was. due to arrive i 
Roanoke. 
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lilwaukee Railway Receives Bus — 
‘Permit for City Operation 


The Milwaukee motor bus war finally 
ided recently when the new Common 
ouncil approved by a vote of twenty- 
yur to one the Milwaukee Electric 
ailway & Light Company’s applica- 
on to operate buses in the city of 
filwaukee. By a vote of fourteen to 
even the Council denied the applica- 
on for a similar permit sought by the 
lilwaukee & Suburban Motor Coach 
ne, This action ends a controversy 
at has existed in the Common Coun- 
1 for more than a year. 
The bus fight in Milwaukee is the 
atgrowth of applications made to the 
ty by competitive bus companies for 
ermission to operate in the city over 
ractically the same routes. Recently 
1e new public utilities committee of 
1e¢ Common Council recommended that 
1e Milwaukee Electric Railway & 
ight Company should be granted the 
ermit and refused at the same time 
similar application of the Milwaukee 
Suburban Motor Coach Company. 
he chairman of the public utilities 
ymmittee pointed out that he did not 
slieve the Milwaukee & Suburban was 
) well qualified adequately to serve 
1e public as was the local company. 


Ten-Cent Bus Fare in Rome 


The new tariff of the Utica Co-ordi- 
ated Bus Lines, Inc., for Rome, N. Y., 
led with the Public Service Commis- 
on has been approved. The company 
perates a new bus line in Rome, start- 
ig at the corner of Whitesboro and 
outh James Streets, north to Hast 
ominick, thence east on East Dominick 
treet to First Street, thence over First 
treet to Mill Street to the passenger 
cation of the New York Central Rail- 
oad, returning over the same route. 
he tariff was filed to become effective 
n May 24. It provides a one-way fare 
f 10 cents between any point in the 
ity of Rome served by the bus com- 
any or Rome city line of the New 
ork State Railways, to and including 
1e New York Central passenger sta- 
ion; also a one-way fare of 7 cents 


between Whitesboro and James Streets 
corner, in the city of Rome, to and in- 
cluding entrance to the plant of the 
Rome Wire Company. Transfers 
issued by the New York State Railways 
(Rome city lines) will be accepted by 
the bus line at full value of 7 cents. 
Transfers will be issued by the bus line 
to the New York State Railways, at 
points indicated on the transfer, for 
destinations reached by the Rome City 
lines. 


Buffalo Company Seeks 
Higher Fares 


Application has been, made to the 
Public Service Commission by the In- 
ternational Railway, Buffalo, for a 
higher rate of fare in Buffalo so as to 
finance improvements and extensions to 
its local car service. The company now 
charges 7 cents, or four metal tokens 
for 25 cents, with free transfers. The 
International has filed with the commis- 
sion a 500-page brief setting forth its 
reasons for higher fares. About $150,- 
000 was spent by the company in the 
preparation of. its case. It was re- 
ported that if the state utilities board 
rejects the application of the Inter- 
national the case will be taken into the 
courts. 

That the International must increase 
its rate of fare for the protection of 
service is the main argument advanced 
in the brief. The company contends 
that improvements in local service will 
far outweigh the slight increase in 
fares and car riders will be satisfied to 
pay a little more for better accommo- 
dations. In the brief the company 
points to the heavy losses sustained 
during the car strike of 1923, claiming 
the strike was justified, despite its 
heavy cost, and it has brought an end to 
union domination, with the result that 
economy and efficiency have been en- 
couraged. 

The company asks that a fair return 
be allowed on a reproduction value of 
$97,000,000 fixed by company engineers. 
The city authorities have announced that 
they intend to oppose the increased fare 
asked by the company. 


331 Twenty-five- Year Employees 
at Baltimore Honored 


The organization meeting of the 
Twenty-five-Year Club of the United 
Railways & Electric Company, Balti- 
more, Md., was held at the Hotel Emer- 
son, on the evening of April 23. Heads 
of departments and members of the 
U. R. A. general committee constituted 
themselves a-reception committee and 
greeted the 331 twenty-five-year em- 
ployees as they reached the hotel. 

Lively music by the United Railways 
Band under direction of Bandmaster 
Belt guided the club members to the 
banquet hall. There was an attractive 
menu folder at every plate, which con- 
tained the list of speakers and the 
toasts: to which they were to respond, 
and a list of those who were members 
of the Twenty-five-Year Club. Here 
and there, too, was a bit of poetry, or 
an axiom that was appropriate to the 
particular place it occupied in the 
folder. 

A reproduction of the badge or but- 
ton was also printed on the menu, as 
well as the anniversary slogan—25th- 
65th”—indicating the 25th year of the 
organization of the United Railways 
and the sixty-fifth year since horse cars 
started running in Baltimore. 

At the head table sat Mayor Jackson, 
President Emmons, Vice-President T. 
A. Cross, Vice-President and General 
Manager L. H. Palmer, Superintendent 
of Transportation W. C. Ludwig, As- 
sistant to the President H. B. Potter, 
and the seven fifty-year men employees. 
The lady members of the club occupied 
tables immediately at the front and 
adjacent to the press table. 

During the repast President Emmons, 
accompanied by Vice-President Palmer, 
went through the entire hall, shaking 
hands with each person present, and to 
each of those who had been with the 
railways twenty-five years or more he 
presented a beautiful gold button. At 
this time buttons were not presented to 
the fifty-year employees, these pres- 
entations being made a later feature of 
the program. To each woman member 
a bouquet was given by Mr. Emmons. 
After dinner came the speeches. 


Baltimore Veterans Who Participated in Recent Service Celebration 
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$300,000 for Improvement of 
Rochester Amusement Resort 


The New York .State Railways is 
building at its amusement park on 
Irondequoit Bay, Sea Breeze, near 
Rochester, probably the largest swim- 
ming pool in the United States, as well 
as the only pool of its kind in America 
using salt water. The pool is being 
constructed by the Natatorium Com- 
pany, New York, builders of the Madi- 
son Square Garden Pool. 

It will have a water surface of 38,000 
sq.ft. and its dimensions will be 300 
ft. x 175 ft. A modern pavilion and 
bathing houses also are on the company’s 
building program. 

The utility plans to place Sea Breeze 
Park on a high standard as a lakeside 
amusement park and the new pool is 
said to be only the first step in a com- 
prehensive program of improvement 
that eventually will involve the expen- 
diture of $300,000. 


De Luxe Limited Service Between 
Detroit and Flint 


Two de luxe parlor cars just com- 
pleted in the company’s own shops will 
be placed in limited service on or about 
June 1 between Detroit and Flint by 
the Detroit United Railway. The cars 
will operate three times daily out of 
each city and carry only thirty passen- 
gers. All chairs will be subject to 
reservation at a charge of 50 cents in 
addition to the regular or commuter 
fare. 

The new cars, for the present, will 
leave Flint at 8:20 a.m., 12:20 p.m., and 
4:20 p.m., and will leave Detroit at 
8:10 a.m., 12:10 p.m., and 4:10 p.m. 
daily. Arrangements are being made 
so that it will be possible to make reser- 
vations in advance at the company’s 
waiting rooms. Any seats remaining 
unsold when the car starts may be se- 
eured through the conductor in charge. 

If popularity is established through 
patronage, it is the company’s intention 
to increase the number of such cars on 
the division and extend similar service 
to other interurban lines. 


First-Class Motor Tours Arranged 
by Wisconsin Motor Bus Lines 


To give the vacationists an oppor- 
tunity of “Seeing Wisconsin First,” the 
Wisconsin Motor Bus Lines during the 
coming; summer will conduct tours of 
two, three, four,and seven days’ dura- 
tion, operating. principally from. Mil- 
waukee. The tours will be. made in 
“parlor car buses” with a minimum of 
ten passengers required for each trip. 
The tours are characterized as “The 
Dells” tour, “Cherry Land” tour, “Big 
Woods and Wisconsin Valley” and 
“Around Wisconsin and Mississippi 
River” tour. These tours will be per- 
sonally conducted and all expenses in- 
cident to each will be included in one 
fare. All tours will be in charge of 
carefully selected and trained operators. 

Pleasant day trips in the Land 0’ 
Lakes are being arranged by the Wis- 
consin Motor Bus Lines, in connection 
with the electric lines of the Mil- 
waukee Electric Railway & Light Com- 
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pany and the Milwaukee Northern 
Railway and with the boat lines on the 
inland lakes and on Lake Michigan. 

The Wisconsin Motor Bus Lines has 
issued a descriptive pamphlet on its 
loop trips in the Land o’ Lakes, giving 
some detail on the historic and other 
notable features of places visited en 
route. 


Bus Lines in Louisville 
Rearranged 


The Louisville bus service’ as handled 
by the Kentucky Carriers, subsidiary of 
the Louisville Railway, has undergone 
a number of important changes re- 
cently. The company announced that 
it was discontinuing the Third Street 
line because after a trial of almost a 
year this line had shown it could not be 
operated except at a loss.- The other 
line to the Highlands has been extended 
several blocks, and whereas eleven 
coaches were used in operating the two 
lines, the entire fleet of elevén cars, 
with one reserve car, making twelve, 
will now be used on the line to the High- 
lands. Another important change has 
been made by routing buses over the 
busiest sections of the downtown portion 
of the city. Fourth Street, the most 
important retail street, is now used. 


Seven-Cent Fare Asked on 
Niagara Falls Line 


The International Railway, Buffalo, 
N. Y., is seeking an order allowing it 
to raise the fares on the Niagara Falls 
local lines from 5 cents to 7 cents with 
four metal tokens for 25 cents, the 
same rate as the company charges in 
the city of Buffalo. Abandonment of 
the Sugar Street line and the opera- 
tion of trackless trolleys on several of 
the local lines in Niagara Falls also is 
asked by the International. Herbert G. 
Tulley, president of the International, 
has informed the City Council at Ni- 
agara Falls that the Sugar Street line 
cannot be made to pay. 

The City Council there is opposing the 
raising of local fares and the abandon- 
ment of the Sugar Street line and it 
asks the International to restore two- 
man crews to the Main Street line. 
Since one-man cars have been intro- 
duced on many of the Niagara Falls 
local lines more frequent service has 
been maintained than formerly. 


Wage Agreement Renewed at 
Grand ‘Rapids 


The agreement of the Grand Rapids 
Railway, Grand Rapids, Mich., with its 
employees covering wages and other 
working conditions expired,on May 1. 
The employees demanded an increase in 
the wage scale, but after various nego- 
tiations, it was finally agreed that the 
old arrangement should be extended for 
a period of one year, until May 1, 1925. 
No change was made in the wage scale 
or any of the other provisions, the en- 
tire agreement being simply extended 
one year from May 1, 1924. 

Thus the following scale is continued 
in force: First six months, 49 cents an 
hour; thereafter, 51 cents an hour, with 
5 cents an hour added for operators of 
one-man cars. si 
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Conference. Called on Surface 
Transportation in Chicago 


A conference of all surface trans 
portation concerns operating in th 
city of Chicago is to be called by th 
Illinois Commerce Commission at if 
offices at 139 North Clark Street. { 

Rerouting of loop cars, together witl 
a consideration of the routes taken bj 
the bus lines, with a view to their co 
ordination for the best interests of al 
transportation, may be the result of th 
conference. A general rerouting plai 
of street cars, largely worked out by 
Major R. F. Kelker of the city engi 
neering staff, in conjunction with traffi 
men of the Chicago Surface Lines, i 
now under consideration by the commit 
tee on transportation. 

The concerns cited to appear at thi 
hearing in addition to the Chicago Sur. 
face Lines are the Chicago Motor Coacl 
Company, the Chicago Motor Bus 
Company and the Depot Motor Bu: 
Company. 


Subway Station Measure Befors 
‘Massachusetts House ) 


The Massachusetts House has ad. 
vanced the bill to provide for a subway 
station in the Cambridge tunnel at 
Charles and Cambridge Streets, Bos- 
ton. The measure is on petition of the 
Massachusetts General Hospital and 
before being advanced was amended so 
that the expense shall not exceed $600,- 
000, which is to be met by a bond issue. 

A resolution has also been reported 
by the ways and means committee of 
the Legislature for an investigation by 
a joint special committee of methods of 
financial, additions, extension and im- 
provements of the Boston Elevated 
Railway system and of the advisability 
of continuing public operation. 


Applies for Dismissal of Electrifi 
cation Ordinance in Buftalo 


Council for the New York Central 
Railroad has applied to the City Court 
of Buffalo for dismissal of the city’s 
complaint in the suit brought under a 
city ordinance to compel the New York 
Central and other railroads entering 
Buffalo to electrify their lines. It is 
the contention of the railroads that the 
ordinance is unconstitutional. 

The New York Central claims that 
a recent decision of the United States 
Supreme Court holds that in matters 
of this kind, the Interstate Commerce 
Commission has the only’ jurisdiction. 
Railroad ‘officials say it would cost 
$60,000;000' to- electrify their lines in 
the city and the project could not be 
carried out for four or five years. 

William S. Rann, counsel for the 
New York Central, will base his posi- 
tion on the decision of Justice Taf 
in the Los Angeles case. There it was 
held that the State Railroad Commis- 
sion of California did not have author- 
ity to compel the Southern Pacific and 
other lines to build a union station i 
Los Angeles. In this case, the Unite 
States Supreme Court rules that this 
would in all probability require the 
railroads to issue new securities, whic 
could not be done without sanction 
the Interstate Commerce Commission. 
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Berlin Official Studying Rapid 
Transit Methods Here 


Emil Pavel, director of the Electric 
Elevated and Underground Railway, 
Berlin, Germany, is making a trip 
‘through this country to study rapid 
transit conditions here. After attend- 
ing the automobile convention at De- 
troit during the week ended May 24, 
his itinerary is taking him to Chicago, 
Boston, Philadelphia and New York. 

Since 1903 Mr. Pavel has been direc- 
tor of the Elevated and Underground 
Railway in Berlin, having particular 
control over operation. He also is a 
member of the board of supervisors of 
the Berlin Omnibus Company. 

After he was graduated from the 
Berlin Technical High School in 1892, 
Mr. Pavel was connected with the gov- 
ernment railways, serving as chief con- 
struction engineer in the divisions of 
CéIn, Essen and Erfurt. He also was 
for some time government representa- 
tive at the Krupp works at Essen and 
at other factories in the Ruhr district. 
In 1901 he resigned from government 
service and joined Siemens & Halske in 
Berlin in charge of their electric rail- 
way department. Since Jan. 1, 1903, he 
has been engaged in his present work. 


Wages Up Two Cents in Chicago 


An increase in wages of 2 cents an 
hour, affecting all trainmen of the Sur- 
face Lines and the Elevated Lines in 
Chicago, will go into effect on June 1, 
in accordance with the arbitration 
agreement entered into more than a 
year ago. 

The increase follows one of 3 cents 
an hour over the old scale, granted to 
the men after a board of arbitration of 
three men had decided the issue. 

The new scale provides for pay for 
surface men at the rate of 70 cents an 
hour for the first three months. For 
the next nine months the pay is 73 cents 
an hour, and after one year the wage is 
75 cents an hour, 2 cents increase for 
each division. This agreement con- 
tinues in effect for another year, but 
the agreement with the various shop 
crafts expires in August. 

For the Elevated, regular motormen 
will receive a flat rate of 77 cents and 
extra motormen will receive 71 cents 
the first three months, 72 cents the 
next nine months, 77 cents the second 
year and thereafter. Regular con- 
ductors will receive a flat rate of! 72 
cents. Extra conductors receive 170 
-cents the first. year and 72 cents the 
second year and thereafter. Regular 
guards will receive a flat rate|\of 70 
cents. Extra guards will receive’ 67 
cents the first three months, 68 cents 
the next nine months and 69 cents the 
second year and thereafter. 


News Notes 


Will Put on Bus Lines.—The North 
Carolina Public Service Company, 
Greensboro, N. C., has announced the 
establishment of two bus lines within 
the next few months. The next step 
will be some definite legislation by the 
City Council concerning-such operation. 


Wants Tayler Grant Extended.—The 
City Council of Cleveland, Ohio, re- 
cently voted to ask the Cleveland Rail- 
way to extend operations of the Tayler 
grant to all sections of the city. If 
this is done, West Park, Nottingham 
and the section on Euclid Avenue beyond 
East Cleveland would receive service at 
the city rate of fare. An effort to have 
restored the 349 car stops in the city 
eliminated a short time ago was de- 
feated. 


New Magazine Appears.—An “orig- 
inal and distinctive’ name is wanted 
for a new paper which made its debut 
in April and which is being published 
monthly by the St. Joseph Railway, 
Light, Heat & Power Company, St. 
Joseph, Mo. A prize of $25 is offered 
for the best suggestion. It is the 
editors’ plan to give some interesting 
information about the company’s busi- 
ness and some live stories about the 
activities of the various departments. 
Personal notes about the employees are 
sought so that all may become better 
ucquainted. 


Railway Has Effective Police Depart- 
ment.—The Kansas City Railways, 
Kansas City, Mo., has a police depart- 
ment somewhat different from that of 
other car companies. It consists of a 
chief day and night; a captain and four- 
teen officers, the department function- 
ing twenty-four hours a day. A fast 
automobile equipped with a police siren 
is used for making hurried calls to 
places where the officers are needed, 
The men have full police authority and 
answer accident calls, handle crowds, 
secure names of witnesses, assist in 
caring for injured and clear the streets. 
They also arrest craffic violato.s or 
disturbers when necessary. In times 
of heavy traffic movement such as 
parades, baseball games and other spe- 
cial events they report to the chief dis- 
patcher and help to distribute the load, 
preserving order and exercising general 
police authority. These men are also 
used as guards and watchmen at all 
points where money is handled. In ad- 
dition to the special police force there 
are 115 police commissions in the trans- 
portation department of the car system. 


Wage Increase Granted.—A _ 3-cent 
an hour wage increase was granted on 
May 17 to motormen and conductors 
of the Beaver, Penna-Steubenville, 
Ohio, division of the Steubenville-Hast 
Liverpool & Beaver Valley Traction 
Company’s lines. A one year agree- 
ment was signed,,calling for a scale 


ranging from 49 to 63 cents an hour.’ 


Employees on the East Liverpool divi- 
sion who had sought a flat raise of 10 
cents an hour accepted the company’s 
compromise offer after a board of 
arbitration had been appointed and 
prepared to open its sessions. The scale 
also applies to trainmen on the Steu- 
benville division and is retroactive to 
May 1. 


Wage Hearings Concluded. — Hear- 
ings by the board of Arbitration, which 
have been held in the Trenton City Hall 
to adjust differences between the Tren- 
ton & Mercer County Traction Corpora- 
tion and its employees, have been con- 
cluded. Lewis C. Parker of Westfield, 
Mass., chairman of the board, at the 
conclusion of the examination of wit- 


nesses, asked that James H. Vahey, 
arbitrator selected for the men, and 
Albert S. Richey, arbitrator for th 
company, submit briefs. ; 


Wage Agreement Removed at Erie. 
—Trainmen in the employ of the 
Buffalo & Lake Erie Traction Com- 
pany at Erie, Pa., have agreed to con- 
tinue to work at 60 cents an hour, the 
same scale of wages in effect for the 
last year. The men had asked an in- 
crease of 5 cents an hour, while the 
company sought to have them accept 
a decrease of 5 cents an hour. 


Wants Higher Fare. — The Virginia 
Railway & Power Company, Richmond, 
Va., has petitioned the State Corpora- 
tion Commission for increased rate in 
Petersburg. 

Oppeses Bus Competitors.—The East 
St. Louis & Suburban Railway, Hast St. 
Louis, Ill., through counsel, has filed 
complaint with the Illinois.-Commerce 
Commission at Sprinfield against the 
continued operation of the Intercity Ex- 
press Company of St. Louis, Mo., and 
the Frederick Truck Company of 
O’Fallon, Ill. It charges that these 
companies are operating bus lines in 
competition with the Suburban’s inter- 
urban lines without securing permits to 
do so from the Illinois Commerce Com- 
mission. 


Withdraw Demands.—Employees of 
the Auburn & Syracuse Electric Rail- 
way, Auburn, N. Y., recently agreed 
to withdraw their demands for higher 
wages and to renew the contract which 
expired on May 1. The wage scale 
which will continue is: City carmen, 45 
cents an hour, interurban carmen, 50 
cents an hour; express and freight car- 
men, 52 cents an hour. 


Citizens Will Take Over Line.—Citi- 
zens of Greenfield and Montague, Mass., 
at special town meetings on May 24, 
ratified an agreement of the boards of 
selectment of these towns to take over 
the railway line between Greenfield and 
Turners Falls from D. P. Abercrombie, 
receiver. The purchase price is $62,000 
for operation under the Massachusetts 
transportation area act. Four trustees, 
two from each town, will be named to 
manage the line. The first members 
will be for one-year and two-year terms 
and all subsequent members for two 
years each. It is stated by the receiver 
that as nearly as can be computed this 
line made an operating profit of $12,000 
last year. The line has 8.7. miles 
trackage. 2 


Seek Increased Wages: — Represent- 
atives of the motormen and conductors 
employed onthe lines of the Pennsyl- 
vania-Ohio Electric Company in New 
Castle, Youngstown and Sharon, in con- 
ference on May 19 with representatives 
of the company, presented a demand 
for an increase of 10 per cent in wages. 


Weekly Pass in Jacksonville-—The 
Jacksonville Traction Company, Jack- 
sonville, Fla., has received permission 
as of June 1 from the Railroad Com- 
mission to change from a straight cash 
or token fare of 7 cents to a schedule 
of 10 cents cash, 7-cent tokens sold five 
for 35 cents and $1.25 for an unlimited- 
ride, transferable weekly pass. Both 
the tokens and the passes will be sold 
on the cars. The propulation of Jack- 
sonville is approximately 100,000. 
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Front Entrance Cars in Use.—The 
United Railways, Baltimore, Md., has 


placed two front-entrance cars on the. 


Roland Park line as an experiment. 
Instead of the pay-as-you-enter type, 
which is used in Baltimore, the fares 
are paid as the passengers pass from 
the front to the rear. The passengers 
leave by a center door. 

Improvement Work Abandoned.—The 
Worcester Consolidated Street Railway 
has notified the Mayor of Worcester, 
Mass., that it is not financially able to 
undertake relaying the rails on Park 
Avenue this year. The Mayor is mak- 
ing a drive for better streets and the 
City Council committee on streets was 
prepared to recommend that Park 
Avenue, one of the main thoroughfares, 
be repaved this year. The project now 
has been abandoned. 

Strike in Alliance Settled. — Follow- 
ing a five-day strike on the lines of 
the Stark Electric Railroad, Alliance, 
Ohio, the men returned to work adopt- 
ing the old wage scale and eliminating 
a section of the working agreement 
calling for two men on all passenger 
ears. The men had asked for a 9-cent 
increase, while the company had pro- 
posed a 10-cent reduction. Following 
the settlement of the strike N. H. 
Brown, general manager of the com- 
pany, announced that one-man cars 
would be placed on city runs as soon 
as present cars could: be remodeled. 
The present cars are full length, side 
entrance, pay as you leave. Under the 
company’s plans only the two end 
doors will be operated by the motor- 
man. 

Asked to Accept Reduction.—Union 
carmen employed by the Boston Ele- 
vated Railway, Boston, Mass., have 
been asked by a vote of the board of 
trustees to accept a reduction of 5 cents 
an hour, beginning July 1, when the 
existing contract expires. The action 
followed recent demands made by the 
wage conference committee of the local 
asking for a new maximum of 95 cents 
an hour for the blue uniform men, who 
comprise the bulk of the employees. 

No Objection to Bus Line.—With the 
exception of a suggestion that the city 
operate a municipal bus line, there was 
no objection made at the public hearing 
before the Rensselaer City Common 
Council on May 20 on the proposed 
ordinance granting permission to the 
Capitol District Transportation Cor- 
poration to operate buses in the city in 
lieu of the present Broadway-Aiken 
Avenue line of the United Traction 
Company. The transportation company 
will be prepared to start operating the 
buses as soon as the necessary permis- 
sion is obtained. 

Weekly Pass Continued.—At the re- 
quest of the State Department of 
Public Works, the Tacoma Railway & 
Power Company, Tacoma, Wash., has 
consented to continue the $1 weekly 
pass until June 15. Manager Sullivan 
expressed the belief that the weekly 
pass had become so popular with pa- 
trons that they do not want the com- 
pany to discontinue it, and he said 
further that the company plans to 
make every effort to continue it, if 
possible. The weekly pass was_ in- 
stalled as an experiment about a year 
and a half ago. Reports to the State 


Department of Public Works evidence 
that while the sale of the pass greatly 
increased traffic, with about 10,000 
passes sold weekly, it was unprofitable 
to the company. The expiration date 
had been set for May 25 until the 
present continuance was announced. 
Trackless Trolley in Seattle? —Seat- 
tle may test out the trackless trolley 
as a means of furnishing transporta- 
tion service in the outlying residence 
districts, it became known recently. 
Superintendent Clark R. Jackson of the 
public utilities department has been 
asked by city Councilmen to make an 
immediate investigation with a view 
to establishing the service on some 
route reaching a populous residence 
section now without street car facil- 
ities. Seattle is said to be particularly 
adaptable for such a system, as there 
are thickly settled districts that cannot 
be given street railway transportation 
because the Seattle Municipal Railway 
lacks funds to build the extension. 


Another Company Increases Fares.— 
The Beech Grove Traction Company, 
Indianapolis, Ind., has been granted per- 
mission by the Public Service Commis- 
sion to increase its rates to conform 
with the recent increase granted the 
Indianapolis Street Railway. In order 
to be on a par with the Indianapolis 
Street Railway in the transportation of 


=e 


city passengers the Beech Grove Trac- 
tion Company has made arrangements 
with the former company to sell and in- 
terchange tickets. The fares on the 
lines of the Indianapolis Street Railway 
call for a 7-cent cash rate and four 
tickets for 25 cents. The filing of the 
application was noted in the ELECTRIC 
RAILWAY JOURNAL for May 24, page 826. 


New York Commission in New Quar- 
ters.—The New York Transit Commis- 
sion will remove its headquarters on 
July 1 from 49 Lafayette Street to 270 
Madison Avenue. Arrangement has 
been made for the future occupancy of 
the entire building at 49 Lafayette 
Street, which the city owns, by the De- 
partment of Transportation, a city body 
created by the last Legislature. The 
commission has leased two floors of the 
building at the northwest corner of 


Madison Avenue and _  Thirty-ninth 
Street, comprising 23,000 sq.ft. of 
space. The new quarters will accom- 


modate the 350 employees the commis- 
sion retains and will also afford ade- 
quate space both for meeting and hear- 
ing purposes. On July 1 Mr. Delaney, 
who will head the new board, will take 
over his old offices as head of the forces 
left in the Lafayette Street building, 
most of whom served under him during 
his previous term as Transit Construc- 
tion Commissioner. 


Foreion News 


“from the Jou 


$s Own Correspondents 


Trackless Cars Succeed Tramway 
in Wolverhampton 


After experience with the trackless 
trolley on its Wednesfield route, the 
Wolverhampton, England, Tramways 
proposes to introduce the same system 
on its Bushbury route instead of re- 
newing the tramway track there. The 
conversion of the route and the exten- 
sion of it for a mile are. estimated to 
cost £9,000, and the cost of the trolley 
buses will be £10,500 more. The recon- 
struction of the tramway track, it was 
estimated, would cost £24,000. Single- 
deck vehicles seating 388 passengers 
each are proposed. Tenders for the 
vehicles and equipment have been in- 
vited. 


Naples Tramway Shows Loss.—The 
Belgian company that owns and oper- 
ates the tramway system of Naples, 
Italy, announces that the operation dur- 
ing 1923 shows a loss of 1,044,721 Bel- 
gian francs. 


Belgian Coast Line Has Increased 
Revenue.—The summer resort link of 
Belgian coast towns is today better 
furnished with transport facilities 
than before the war. The electric line 
running to the westward from Ostende 
to Blankenberghe had receipts of 
6,627,000 francs in 1922, which in- 
creased to 7,872,000 francs in 1923. 

Escalators Supersede Lifts——Three 
escalators, which supersede five lifts, 
were put into service at the Bank of 
England station of the Central London 
Railway on May 7. The cost of con- 


struction has been about £96,000. Each 
escalator is driven by a 45-hp. motor. 
The speed is 90 ft. per minute, and 
with two passengers on each step each 
escalator can carry 135 passengers a 
minute, or more than 24,000 per hour 
for the three. A unique feature is that 
the three escalators are abreast in one 
shaft 27 ft. in diameter. The work of 
excavation presented extraordinary dif- 
ficulties owing to the number of under- 
ground pipes that had to be dealt with. 
It was begun in August last and has. 
been carried out without any interfer- 
ence with the railway service. The 
central. escalator is reversible, so that 
two of them can be worked in the rul- 
ing direction of traffic. 

Glasgow Subway Electrification. — 
The estimated cost of improving the 
Glasgow subway railway and the con- 
version of it from cable to electric 


traction is £600,000, or about £100,000 


per route-mile, according to a report 
presented to Glasgow Town Council. 


Another report has been called for as — 


to the practicability of increasing the 


present gage of 4 ft. to the standard — 


gage of 4 ft. 84 in. 


Over a Billion Passengers in Paris.— 
The number of passengers carried in 
1923 by the street car and autobus sec- 
tions of the Paris, France, “Transports 


en Commun” is reported by the Prefec- 


ture of the Seine as 1,024,719,219. This 
compares with 917,723,323 passengers 
in 1922, showing an increase of 11.6 
per cent. Receipts in the same period 


have gone up from 297,000,000 francs 


to 330,000,000 frances. 
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Jersey Plan Sanctioned 


Commission Approves Readjustment 
Terms of Public Service Cor- 
poration—Valuation Illegal 


The Board of Public Utility Commis- 
ioners of New Jersey has approved the 
pplication of Public Service Railway 
or the sale of the Public Service Ter- 
inal Building in Newark, to Public 
ervice Corporation of New Jersey, the 
onsideration being $7,500,000, the pur- 
nasing corporation giving $2,500,000 in 
ash and assuming $5,000,000 first 
lortgage bonds outstanding. 

At the same time the board approved 
1e application of the railway to change 
s capital ‘stock from par stock to non- 
ar stock of the full amount, also 
uthorizing the issuance of 500,000 
lares non-par value capital stock of 
ublic Service Transportation Com- 
any, which is a subsidiary of the Public 
ervice Corporation of New Jersey. 
he new stock is to be sold at $10 a 
1are, the proceeds being used to pay 
x buses already acquired and others 
» be purchased as part of a general 
heme for a co-ordinating trolley and 
1s service, to be operated in the New 
srsey communities served. 

The board has filed a decision ap- 
roving the application made by Public 
ervice Gas Company and Public Serv- 
e Electric Company, subsidiaries of 
le Public Service Corporation of New 
arsey, for merger of the two into a 
2w company to be known as Public 
arvice Electric & Gas Company. 

The terms of the plan as originally 
ynounced have been supplemented by 
aking provision for a sinking fund for 
ie purchase of the perpetual interest 
aring certificates of the corporation 
id the pledge of a 7 per cent instead 

a 6 per cent preferred stock of the 
ublic Service Electric & Gas Company 
; collateral therefor. 

As explained in the ELEctrIc RAIL- 
AY JOURNAL for Dec. 22, 1923, page 
70, the application for permission to 
ll the terminal set forth that occu- 
ints of the terminal, among them the 
ablic Service Gas Company and the 
ublic Service Electric Company, de- 
red additional office space and that the 
ilway deemed it inadvisable, if it had 
e available funds, which it has not, 

make the necessary capital invest- 
ent for the enlargement. It was 
rther explained that the sale of the 
rminal by the railway would put the 
operty in the possession of an owner 
no could advantageously make the en- 
rgement and would in addition put 

e railway, which presented the peti- 
m, in possession of considerable funds 

assist it in and about its railway 
siness. 

Judge Rellstab on May 17 filed with 
e clerk of the United States District 
urt at Trenton, N. J., a memoran- 
m handing down a final decree in the 
junction proceedings of the Public 
rvice Railway against the Board of 
iblic Utility Commissioners of New 


Jersey declaring as confiscatory and 
illegal the valuations by the board on 
the railway properties, and that the 
rate orders based on those valuations 
are correspondingly illegal. 

The decree enjoins the state commis- 
sion from fixing the railway’s passen- 
ger rates, pending an experiment now 
being made on the company’s lines of 
the zoning system of fares. 

Judge Rellstab’s final decree upholds 
a previous decision of the Federal Dis- 
trict Court, where three judges sat on 
the case, declaring that the utility 
board’s valuation of the railway’s prop- 
erty was palpably below the true values. 


As a result of the decree, the present 
rate of passenger fares will continue in 
effect. ° 

Under the modified decision of the 
federal court, as returned by Judge 
Rellstab last September, the railway 
was authorized to charge a 5-cent fare 
within the city limits of larger cities 
of the State, and a 10-cent fare, with- 
out transfers, for rides beyond the 
limits of the cities: This arrangement 
was definitely established on May 17 
with the filing of Judge Rellstab’s final 
decree. 

The injunction proceedings against 
the utility board were based on the 
contention of the railway that a fare 
of 7 cents, with 2 cents for a transfer, 
ordered by the commission, was confis- 
catory and should be set aside. 

The 5-cent-city-limit fare prevails in 
all the large cities in which the com- 
pary now operates. 


San Francisco Municipal Loss $272,046 


For the Year Ended June 30, 1923, an Excess of Income Over Operating 
Expenses and Reserves is $13,831, But Taxes and Similar 
Items Amount to $285,876 


HE Municipal Railway of San 

Francisco continued to lose during 
the year ended June 30, 1923, according 
to the annual report for that period as 
prepared for and approved by the 
finance committee of the Board of 
Supervisors, and recently made public. 
Total revenue for the year was $3,005,- 
201, and interest on securities owned 
increased this by $55,297, making a 
total income of $3,060,498. Deducting 
operating expenses of $2,302,055 left 
a net of $758,448. Against this was 
charged interest on the funded debt, 


$205,723, and reserve for depreciation 
and accidents (18 per cent of gross 
earnings), $538,889, leaving the balance 
$13,831. 

For the purpose of securing a com- 
parison between the results of opera- 
tion of the municipally owned utility 
and those operated by private capital, 
the charter of the city and county. of 
San Francisco provides that the oper- 
ating reports shall include certain com- 
parison charges consisting of items 
which constitute part of the actual cost 
of operating privately owned. com- 


‘COMPARATIVE INCOME ACCOUNT, SAN FRANCISCO MUNICIPAL RAILWAY, DEC. 28, 1912, 
TO JUNE 30, 1923 


ESSOUr OMe VOMUGM IMME. Sc ilo ccc eee nen ale 
IMR CEMAMEOUSITEVEDHOME GN is... .e selec sess sale enae 


Dec 28, 1912 
to June 30, 
1923 


$22,242,008 
94'004 


Years Ended June 30— 
1922 1923 
$2,884,815 $2,993,829 

11,300 11,372 


Total revenue. A EES ARES rs netroots $2,896,116 $3,005,201 $22,336,012 .. 
Interest on securities owned..............+-+ ss sv veeeeeseee i Lysr7 270,155 
BR OU IC ORIG MRE | coc. foe ess seo spin. se sie ile els a 6 eecepnes ayes $2,944,591 — $3,060,498 $22,606,167 
Operating expenses: 
aay and striietares $112,630 $109,573 $684,453 
JOS USTs Agi 2 <b ee 216,315 216,606 1,307,850 
Power.. = 383,140 424,695 2,903,815 
Condueting transportation. . WERE: a7 1 Bre 9476.83 
MEE eS 2 on c's a eC : 
General and miscellaneous 117,476 179,322 796,459 
LGR On monelneiive |... 1 i ee ae renee eerie Reineoitise 8, 
PROPAMOPCTALNBIOSPOOSC.. 5, 65. .c c cece ed cece anes cules $2,154,566 $2,302,055 $15,181,340 
Excess of income over operating expense....-...-...2--000055 $790,025 $758,443 $7,424,827 
DessinteresteonTUNndeddebt.... 2... cee ee ewe ee tees 215,088 205,723 2,178,739 
Excess of income over operating expenses and interest.. $574,936 $552,720 $5,246,088 
et 2 soctdents (18 parcent heer inate ae ae 
Excess of income over operating expenses, interest, Sepreniavion 
and accident reserves ie es a : = Be os Bae ne wae $55,669 $13,831 $1,243,424 
Less charter comparison charges........ 246,535 285,877 1,972,580 
Neb AM CORIG Wee TS a aren, cc neve cece wise Oalgeee $190,866 $272,046 $729,156 
Analysis of comparison charges: 
*State franchise tax—4} per cent of gross earnings........ $152,038 $157,775 $1,171,111 
+Municipal franchise tax—3 per cent of gross earnings. 86,544 119,753 697,231 
DED DAL CHMECRMAD MMM 2. cose cen s weielny de eine aera 2,970 2,835 27,124 
LU SG TERN re Osi <n 3 UR a She perdeahictic mum. UN ers 13,271 
SAE Dc a eS ccc a issue's evra sa ease Wola see vues! Nn idemaited 4,872 
TREK D CGEM occ Vice wincece ob nelle sieeiicn meee, pl) Riedy eRe ol JES ielsielviates 13,500 
PMSUTANCO Seis ER fe. ws eee os 4,983 5,513 45,471 
POG Sa eM SE oso dint a sada ain aie eee aaa Rie olanee ee $246,535 $285,876 $1,972,580 


* Franchise tax percentage has varied in different years. 
+ Municipal franchise tax now increased to 4 per cent. 


Italics indicate loss or deficiency. 
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STATISTICAL DATA, MUNICIPAL RAILWAY OF SAN FRANCISCO— 
FISCAL YEAR ENDED JUNE 30, 1923 


Total passenger revenue.........- ++: seer eeeet pees 


Total operating expenses (taxes and depreciation 


cluded) Fo Fe ianate: aos INE SIRS ATT eee rene 
Deprbciation 7% Mec nic. eee oe snot seis = 
Operating expenses, depreciation and taxes. 
Net deficit from operation..........-...0es ecco es 

Platform expense (623 cents per hour, eight-hour day) 
Passenger ear and bus mileage......-...-.20+++ ee eee 


Passenger car and bus hours..........2-2+++-+++seees 


bi Per 
Total Car- 
Amount Mile 
Number of passenger cars owned. . 189 
ta (Twenty additional cars under 
p= construction) 
Number of work cars owned...... 4 
Total number of cars owned...... 193 
Total number of buses owned..... 8 
Total number of cars and buses 
owned Our. = soc cae motets 201 


t Transfers received at Fillmore and Union Streets treated as revenue transfers 


litigation. Italics indicate loss or deficiency. 


Ratio to 


Total Per Per Passenger 
Amount Car-Mile Car-Hour Revenue 
-+. $2,993,828.70 $.3674  $3.5091 1.00 
not 
ave 1298027055228 . 2825 2.6983 ROIS 
691,773.42 .0849 - 8108 0.2311 
285,876.50 .0351 3351 0.0955 
538,889.17 . 0661 -6316 0.18 
3,126,820.95 . 3837 3.6650 1.0444 
82,992.25 0163 “1559 0.0442 
$1,130,575. 35) 1387 1:3252-e) ee ee 
8,148,703.18 
ees 853,156.46 
Per 
Total  Car- 
Amount Mile 
Number of passengers carried— 
S-centiavesenue Mice dees. - 59,368,024 


Government tickets—5-cent fares 40,906 
School tickets—23-cent fares... .. 916,375 
{Revenue transfers—2-cent fares 329,479 
Free transfers: Senne ee... 12,359,780 
Free pass (employees, etc.)....... 619,196 


Total passengers carried....... 73,633,760 9.04 


pending result of 


panies but which the maunicipally 
owned utility is not required to pay. 
For the year these charges amount to 
$285,876, leaving a net deficit of $272,- 
046. This compares with a similar defi- 
cit for the preceding year of $190,866. 

There has been a continuing deficit, 
as shown by the cumulative income 
account for the period from Dec. 28, 
1912, to June 30, 1923, amounting to 
$729,156, when the comparison charges 
are included. Neglecting these, there 
has been an excess of income over 
operating charges, interest and re- 
serves of $1,243,424 for the same period. 

Particular attention is given in the 
report to the explanation of the items in 
the balance sheet, which is reproduced 
in condensed form herewith. The capi- 
tal assets consist of cash in bond funds, 
$17,428, which represents unexpended 
balance of the bond fund cash now in 
possession of the treasurer; road and 
equipment, $7,267,838, and general ex- 
penditures, $324,878. These latter 
accounts represent the total cost of the 
road and equipment, the net increase 
in the property account for the year 
being $465,201, consisting of $495,851 
total additions less $30,650 for retiring 
twenty-four old Union Street cars. 

The current assets consist of $991,682 


STATEMENT OF BUS: LINE OPERATIONS, 

MUNICIPAL RAILWAY OF SAN FRANCISCO— 
‘YEAR ENDED JUNE 30, 1923 

Revenues: zi 

Passenger yrs: 

tickets. $0). 55 


School tickets 561.00 
Local transfers 9,933. 


$29,379.45, 


64 10,495.19 


Total revenues 
Operating Expenses: 
Repairs to buses ... 
Tire expense 
Conductors, 
Chauffeurs— 
uses 


$39,874.64 


$12,002.32 
11,684.80 


18,062.10 
13,306. 21 


(18 per cent 

of receipts) . . 
Compensation 

insurance 


5,288, 28 
958.40 


Total operat- 

ing expenses ........ 
Net loss for year ... 
Average net loss 

per day....... 


61,302.11 
$21,427.47 


58.70 


cash in various funds, $1,033,384 for the 
book value of the securities bought for 
the account of the depreciation fund; 
accounts. receivable, $11,362; materials 
and supplies, $204,968. 

Deferred assets have not changed 
during the year. 

On the liabilities side, the funded debt 
item represents the par value of the 
bonds outstanding in the hands of the 
public on June 30, 1923. Current lia- 
bilities include accounts and vouchers 
payable, $227,769 and interest due on 
funded debt, $115,358. The reserves in- 
clude a reserve for depreciation of 


COMPARATIVE CONDENSED GENERAL 
BALANCE SHEET, MUNICIPAL RAILWAY OF 
SAN FRANCISCO, AS OF JUNE 30, 1923 


: Increase or 
Assets 


1923 1922 Decrease 
Capital assets $7,610,139 $7,144,938 $465,201 
Current assets $2,241,396 $2,378,146 $136,749 
Deferred assets $132, 123 $131,123 $1,000 
Totalassets $9,983,659 $9,654,208 $329,451 
Liabilities, Reserves and Surplus 
Funded debt.... $4,192,000 $4,390,100 $198,100 
Current liabilities $343, 127 $327,340 $15,787 
Reserves....... $1,615,740 $1,698,842 $83,101 
Contributed 
surplus....... $332,553 $332,553 
Surplus from ; 
Income....... $3,500,239 $2,905,373 $594,866 
Totalsurplus.... $3,832,792 $3,237,926 $594,866 
Total liabil+ 
ities, reserves 
andsurplus.. $9,983,659 $9,654,208 $329,451 


Italics indicate loss or deficiency. 


$1,508,827- and a reserve for compensa- 
tion insurance, of $107,413. The de- 
preciation reserve includes the book 
value of securities in the depreciation 
fund, $1,033,384, and cash in the de- 
preciation fund, $496,731; from this is 
deducted outstanding warrants of 
$21,788. 


The municipal railway has no Caatal 


stock and the excess of its assets over 
its ‘liabilities represents surplus. In 
the preparation of the balance sheet, 
it is stated, this surplus has been di- 
vided into two classes, first that which 
was created by donations or contribu- 
tions and second, that which was ac- 
cumulated from the earnings resulting 
from the operation of the road. The 
contributed surplus includes premiums 


realized from the sale of bonds, $26,000, 
and contributions from general taxes, 
$306,552. In surplus from income is 
included $1,289,000 representing bonds 
retired from income; $101,000 reserve 
for bond redemption. These amounts, 
totaling $1,390,000, represent the in- 
come which has been set aside in cash 
for the redemption of bonds, either 
actually redeemed and canceled or in 
the form of-cash in the hands of the 
treasurer. Two items totaling $131,124 
offset similar assets for the construc- 
tion of the Twin Peaks and Stockton 
Street tunnels in deferred assets. 

An item of considerable interest to 
railway operators is the charter re- 
serve for insurance and taxes of $566,- 
592. As explained previously, there are 
set aside certain sums for comparison 
with private operation, of which this 
item is a part. The municipal system 
not having to pay any of these charges, 
the receipts from operation were de- 
posited in the operating cash fund with- 
out any restrictions as to how they 
were to be used. As a matter of fact, 
however, most of the cash in the oper- 
ating fund represented by such. com- 
parison charges actually was expended 
in new construction and addition and 
betterment work, so that these reserves 
representing obligatory charter com- 
parison charges have in reality been 
used for betterments. For the purpose 
of making the balance sheet reflect the 
actual results of operations, it is stated, 
the amount expended in addition and 
betterment work has been reflected in 
an account entitled “additions and 
betterments from income,’ and the 
charter reserves for insurance and taxes 
carry a balance equal only to the un- 
used portion of the original income. 
The amount in the additions and better- 
ments account is $1,897,001. 

Operating surplus is made up as 
follows: 


Surplus, June 30, 1922, as per 


last report $211,407 
dd: 


Reduction of compensation 
insurance reserve corre- 
sponding to dividends de- 
clared. by the state com- 
pensation insurance fund 
adjustment. 5515... adele 

Transfers from depreciation 
fund to operating fund..... 


$25,713 


37,867 = 63, 580 


($147,827 
Deduct: { 


-Amount transferred from in- i } 
come account......0 <5 fy ens 272,046 

Interest on bonds credited to , 
income but deposited in the Sa 
depreciation fund...:..... 56, 29% tm 

Reconstruction of roadbed, : 
Columbus Avenue... 1.) .. 9,807 $336,666 

$484,477 


~Italics-indicate-loss or deficiency. —- 


The eiatemene of bus line oneratiell 
for the year shows total revenues of 
$39,875 and expenses of $61, 302, giving 
a net loss for the year of $21, 427, This 
compares with a net loss of $29,086 in 
1922 on a total gross of $38,863. These 
figures, however, do not include any 
supervision or other overhead or com: 
parison charges. 

The following table summarizes the 
operating statistics for the bus lines 
for the last two fiscal years: 


Repeipia.-. acta eee 
us-hours 
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00,000 Stock Taken by Chicago 
“L” Employees in Week 


\t the end of the first week of the 
npaign by the Chicago Rapid Tran- 
Company to sell its new issue of 
000,000 prior preferred 7.8 per cent 
ck, employees of the company, on 
basis of incomplete returns, had 
‘chased practically $500,000, par 
ue, of the issue. This is half of 
total amount of $1,000,000 of the 
vy stock which was set aside for the 


STOCK SALE 


The ‘*L’s’’ Greatest Newspapér 


Division of the company into sec- 
tions to stimulate competition has 
created a great deal of interest in all 
departments. The returns are tabu- 
lated as fast as possible after they are 
received in the headquarters estab- 
lished for the stock sales. These re- 
sults are then posted on a large bulletin 
board extending across the entire end 
of the room, giving it much the ap- 
pearance of a broker’s office. The 
data are posted by divisions and are 
analyzed so as to show for each di- 


DAILY NEWS 


Vou. 1. 


CHICAGO, MAY 21, 1924 


ae No. 1 


Opening Sale of Rapid 


Prior Preferred Stock 


STOCK SALE STARTS OFF 
WITH A BANG 


Employees Show Eagerness to 
Invest in Their Own Company 


Division 
Lake Street 
Metropolitan 
North Side 
South Side 
Loop 
Road Department 
Shop Department 
Electrical 
General Offices 


HEY’RE off- to a flying start. 
Who? Why the Division Managers 
and their captains in the race to 
sell Rapid Transit Company 7.8% Prior 
Preferred Stock. m3 

Are they going to put it over with a 
BANGT 

That’s just whdt they are going to 
do, with the assistance of every man 
and woman employed on the ‘‘L,’’ and 
members of their families, 

It ought to be easy to sell this stock. 
It is the first chance employes of the 
‘‘L'' have had to make a profitable in- 
vestment in the stock of the company 
for which they work. A dividend check 
every month sounds mighty good. 

It isn’t. the purpose of the ‘‘L's’’ 
Greatest Daily to tell you about the 
good qualities of ‘this particular stock. 
The volunteer salesmen will do that. 
The purpose of this newspaper is to tell 
how it is being done. 

There are big days ahead of the old 
‘‘L.’’ Big improvements are to be 
made with the money derived from this 
sale of stock. Improvements méan more 
work, more cars, more runs. 

Here are the names of the men on the 
different divisions who are in charge of 
the stock sales: 


work, Pete! 


Division Manager 
Metropolitan.............- J. A. Jarvis 
North Side... ...W. J. Sacks 
South Side... . W. Hawthorne 
Lake Street. . .--John J. Moran 
Loop...- . Walter R. Helton 
BO PB rei sie e/ateiorsitn tars aee H. A. Johnson Helton as eo*workers, 


Road.. Howard P. Savage 
Electrical. . ...Charles H. Jones 
General Offices....... E. E, Kretschmer 


An executive committee has been 
selected composed of Bernard J. Fallon, 
chairman; Edward J. Blair, M. J. Feron, 
J. H. Mallon, E. A. Brion and Luke 
Grant. 

Each Division Manager has a group 
of captains working -under his direction, 
Later when this stock is offered to the 


public each of these captains will have because the 


THE BOX SCORE 
Following is the box score of stock 
sales by Divisions at the close of the 
second day’s sales, May 20. 


Cash 
Deferred Payments 


That is a fine start. Only 8,600 more 
shares to sel] to put us ‘over the top.” 
Ten days in which to do it. It’s dead 
easy with a little “pep.” 


Under the Gun 


Peter E. Johnson, clectrical depart- 
ment, is the holder of the first shares 
sold. To achieve this honor he went to 
the offiees of the Utility Securities 
Company before the sale was officially 
opened and made his purchase. 


Roses and Thorns 


Miss Maric McNamara of the treas- 
urer’s office has been temporarily as- 
signed to stock sale headquarters. With 
Ed Blair, Ed Kretsechmer-and Walter 


tempted to make a crack about ‘‘beauty 
and the beasts’’ or something. 


Human Nature 


War Horse Johm Moran, who is in 
charge of {he Lake Street division, says 
that one of his lieutenants felt hurt 
employes 


Transit Company 7.8% 


KIRK OF LAKE STREET 
AVERTS MAMMOTH HOLDUP 

Casts Caution to the Winds When 
Beset by Bold Bad Bandits; 


Read On 


Sebscrip- No. 


Kirk, Lake Street division porter, 
brings in the heavy stock sale receipts 
from his division each day to sale head- 


quarters. 
Yesterday he was riding on a light- 
ning Lake Street flyer, thinking seri- 


ousiy of a sumptuous repast of ham and 
gravy and yams, when his day’s work 
was done, when he noticed two hard- 
boiled looking birds seated across from 
him eyeing his mail bag with its brass 
padlock and chain very suspiciously. 

Kirk cast an anxious glance at the 
two passengers and bethought himself 
of the heavy receipts with which Wy- 
man, Ogan and Sehoen had filled the 
bag. Kirk squirmed a little and again 
glanced at the ragged pair, who seemed 
to keep him under surveillance out of 
the corners of their respective eyes, 

“Those fellows have got some inside 
dope and are going to roll me for this 
jack,’’? thought Kirk. ‘‘I’ll get off at 
a station where there is a copper near.’’ 

As he arose to get off Kirk’s wildest 
fears were realized. His two com- 
panions also got up. 

“‘Peet do yo’ duty,’’ mumbled Kirk. 

He reached the street and his heart 
leaped as he saw a poltceman directing 
traffic. But it choked him again as he 
felt a tug at his elbow and turned to 
see the same pair who followed him. 
He was about to shout for aid as one 
of the men said: 

“Hey, big boy, gotta match?’’ 


Fast 


Has Such a “Taking” Way 


Miss Josephine Pike of the Presi- 
dent’s office has a ‘‘taking’’ way about 
her. If there are any around the Gen- 
eral Offices from whom she hasn’t taken 
a subscription, they needn’t feel wor- 
ried about it. She’ll get them yet. 


one is almost 


N. P. Hanson of the Met says he has 
worked on the ‘‘L’’ since it was a sur- 
face line, before it grew up, and he has 
never seen such a chance for a good 
investment. Hanse knows what he is 
talking about, too. Watch him get the 
subscriptions. 


didn’t come 


ut ten men working under him, 
That gives you an outline of thé 
organization, Later issues of this paper 


serambling into the office after such a 
good stock buy as is offered. 
‘They ain’t made that way,’’ says 


It is reported that Bob Griffin ran 
around the Loop so often after sub- 


__ will give you more detailed information. John, __ 


First Page of First Issue of Paper 


ployees and which, under the plan 
pted, they have the exclusive right 
purchase on favorable terms until 
er June 1. From the sales made 
‘ing the first week, those in charge 
the marketing of the securities are 
lined to believe that the employees 
the company will quickly absorb 
total amount set aside for them. 
er June 1 the stock will be offered 
the general public at par, with 
ployees acting as salesmen. 

in interesting feature of the sale is 
laily newspaper issued by the cen- 
| executive committee. This gives 
up-to-the-minute news of the prog- 
s of the campaign. : 


seriptions that he got dizzy. Bob gets 
: them, too, = 


Published in Chicago Stock Campaign 


vision the total number of employees, 
total number of sales and total shares 
of stock sold. In this way interesting 
facts about sales are compiled, and 
these comparisons help to stimulate 
and maintain the enthusiasm which 
has been manifested by the various 
salesmen and other employees taking 
part in the campaign. 


New York Railways’ Property 
Ordered Sold 


As a step in the reorganization of the 
New York Railways, New York City, 
the property of the company and its 
subsidiaries is advertised for sale on 


the morning of July 7. The sale is in 
the action brought by merchandise 
creditors against the company. 

Among the parcels to be sold are the 
franchises and railroads of the South 
Ferry Railroad, the Lexington Avenue 
& Pavonia Ferry Railroad, the Central 
Crosstown Railway, the Chambers & 
Grand Street Ferry Railroad, the Met- 
ropolitan Crosstown Railway, the Met- 
ropolitan Street Railway and the Co- 
lumbus & Ninth Avenue Railway. In 
addition there are a number of parcels 
of real estate. 


Auction Sales in New York.—At the 
public auction rooms of A. H. Muller 
& Sons there were sold this week $3,000 
of Interborough-Metropolitan Company 
collateral trust 4% per cent gold bonds; 
receipt for deposit certificate; $15 lot. 


Service to Be Discontinued.—Service 
supplied by the Blue Ridge Traction 
Company, Danielsville, Pa., will be dis- 
continued on June 1. Notices to this 
effect have been posted at stations 
along the line by the Sofranscy Com- 
pany of Allentown, which recently pur- 
chased it from the trustees. On the 
above date work will begin on the dis- 
mantling of the entire line, which runs 
from Walnutport to Danielsville. 


Net Corporate Income, $28,232. — 
The Stockton Electric Railroad, operat- 
ing in Stockton, Cal., reports to the 
Railroad Commission for the year 1923 
that its operating revenue was $335,484 
and operating expenses $278,794, giving 
a net operating revenue of $56,690. 
The net corporate income for the year 
was $28,232. The surplus at the begin- 
ing of the year amounted to $397,410. 
Miscellaneous additions to surplus for 
1923 amounted to $2,035, and miscella- 
neous deductions were $89, leaving an 
accumulated surplus at the end of the 
year of $427,638. 


Seeks Partial Discontinuance.—Ap- 
plication for permission to discontinue 
the operation of trolley cars between 
Pennington and Hopewell, N. J., has 
been filed with the Public Utility Com- 
mission by the Trenton & Mercer 
County Traction Corporation. The com- 
pany wants to operate buses in places 
of trolleys. The route is 5.6 miles. 
The traction company argues that the 
route has annually shown a consider- 
able deficit, amounting in 1923 to 
$7,000; that continued operation of the 
cars would mean the necessity of pay- 
ing in the next year or two a total of 
$50,000 for the reconstruction of pave- 
ments in Pennington and Hopewell, and 
that no hope ‘of ‘any anpreciable in- 
crease in traffic seems to exist. 

Refunding Mortgage Bonds Offered. 
—The National City Company and 
Halsey, Stuart & Company, New York, 
are offering at 94 and interest to yield 
more than 63 per cent $3,500,000 first 
lien and refunding mortgage gold 
bonds of the Portland Eectric Power 
Company, Portland, Ore. The bonds, 
known as Series B, 6 per cent, are 
dated May 1, 1922, and are due May 1, 
1947. A mortgage provides for a sink- 
ing fund requiring cash payments of at 
least $450,000 each year for the pur- 
pose of purchasing or redeeming first 
lien and refunding mortgage bonds, of 
which $15,388,500, will be outstanding, 
including this issue. 
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F. T. Griffith Heads N. E. L. A. 


Franklin T. Griffith, president of the 
Portland Electric Company, Portland, 
Ore., formerly the Portland Railway, 
Light & Power Company, was elected 
president of the National Electric 
Light Association at the annual meet- 
ing of that body in Atlantic City dur- 
ing the week ended May 24. Mr, Grif- 
fith has been president of the company 
at Portland since 19138. He is a lawyer 
by profession, and as chairman of the 
water power development committee of 
the N. E. U.. A., he has untiringly worked - 
to bring about far-sighted interpreta- 
tions of these laws with working rules 
and regulations so that the most bene- 
ficial results might be obtained. He 
was born in Minneapolis in 1870 and 
was admitted to the bar in 1894 having 
qualified for the legal profession 
while he was supporting himself. He 
handled legal matters for the company 
at Portland before he was elected an 
officer of the company. He has been 
an N. E. L. A. vice-president since 1920. 


W. C. Peters Sales Manager 
National Railway Appliance 


W. C. Peters has been appointed 
manager of sales and engineering of 
the National Railway Appliance Com- 
pany, New York. “Bill” Peters has 
been manager of the New England office 
of that company for the last four years. 
His new position gives him supervision 
of the sales forces in New York, Bos- 
ton, Washington and Chicago, where 
district offices are maintained. 

Mr. Peters received his technical 
training at the Worcester Polytechnic 
Institute. In June, 1911, he. entered 
the employ of the Boston & Albany 
Railroad as a special apprentice in the 
locomotive shops at West Springfield, 
Mass., gradually advancing to the posi- 
tion of assistant mechanical engineer 
in the office of the superintendent of 
motive power at Boston. This. position 
he held until America’s entrance into 
the World War, going overseas in July, 
1917, with the Fourteenth Engineers 
(Light Railway) serving as first lieu- 
tenant, and subsequently returning to 
his former position with the Boston & 
Albany Railroad. In April, 1920, he 
joined the National Railway Appliance 
Company as representative in the New 
England territory, with headquarters 
at Boston. 

F. M. Richards has been selected to 
fill the vacancy in the New England 
territory caused by Mr. Peters’ change 
to the main office of the National Rail- 
way Appliance Company in New York. 
Mr. Richards, previous to this change to 
the Boston office, was connected with 
the New York office of the company. 
This new territory will be familiar to 
Mr. Richards as he formerly was con- 
nected with the Atlantic Shore Line 
Electric Railway at Kennebunk, Me., 
in the capacity of electrical engineer. | 


SEA 
eS 


Personal Items 


William G. Boteler, superintendent of 
the Coast Cities Railway, formerly the 
Atlantic Coast Electric Railway, Asbury 
Park, N. J., has tendered his resigna- 
tion. Mr. Boteler had been with the 
Asbury Park company for the past 
three years, having formerly been in 
charge of the now defunct Monmouth 
County Electric Company, operating 
between Long Branch and Red Bank, 
N. J. George B. Cade, assistant to the 
president of the Coast Cities, is tem- 
porarily discharging the duties of the 
position made vacant by the resigna- 
tion of Mr. Boteler. 


L. D. Albin, formerly general sales 
manager of the Ingersoll-Rand Com- 
pany, New York City, has been:elected 
vice-president in charge of European 
sales of that company. D. C. Keefe, 
formerly assistant general sales man- 


ager, has been appointed to succeed 


Mr. Albin as general sales manager. 

R. B. Gummit is now superintendent 
of the Intercity Terminal Railway, 
North Little Rock, Ark. He was for- 
merly assistant superintendent of the 
railway department of the Arkansas 
Central Power Company. 

William E. Boyd, Jr., of Wheeling, 
W. Va., has just been promoted to the 
position of superintendent in charge of 
the Steubenville district of the Wheel- 
ing Traction system of the West Penn 
interests, which includes the Wheeling- 
Steubenville division, the Steubenville- 
Weirton division and the Steubenville- 
Mingo-Brillian division as well as a 
number of smaller lines. Mr. Boyd en- 
tered the service as a conductor. 
was promoted to assistant train dis- 
patcher, then to -assistant superin- 
tendent and finally to superintendent of 
the Steubenville division. He has been 
identified with the Wheeling Traction 
Company for a number of years. Dur- 
ing the World War Mr. Boyd was 
attached to the sixty-third engineers. 
Before entering the service of the Wheel- 
ing Traction Company he was con- 
nected with the Wheeling News and In- 
telligencer. 

John V. Strange has been appointed 
operating manager of the Carolina 
Power & -Light Company, Raleigh, 
N. C. He was for a number of years 
assistant general manager of the Pacifie 
Power & Light Company, Astoria, Ore. 

Elbert H. Henning has resigned as 
superintendent of the Niagara Falls 
local lines and the Park & River divi- 
sion of the International Railway, 
Buffalo. He has held that position for 
twelve years. Mr. Henning had been 
in the employ of the International Rail- 
way for twenty-seven years. Until the 
appointment of a general superintend- 
ent of interurban divisions of the Inter- 
national with headquarters at Niagara 
Falls six months ago, Mr. Henning was 
superintendent of the Buffalo-Niagara 
Falls, Buffalo-Lockport and Lockport- 
Olcott interurban divisions of the Inter- 
national Railway. He started as a con- 
ductor on the International lines and 


He- 


worked his. way up through the rank 
He has made no plans for the futur 
Mr. Henning’s successor has not ys 
been named. The duties of the offi 
which Mr. Henning vacates will t 
taken over temporarily by the superh 
tendent of the interurban division, 


R. D. Beard, formerly secretary ar 
treasurer of the Fort Smith Light © 
Traction Company, Fort Smith, Ark., 
now with the Northern States Powe 
Company as supervising auditor wit 
headquarters in Minneapolis, Minn. 

R. A. Prichard has been appointe 
assistant superintendent of the railwa 
department of the Arkansas Centr. 
Power Company, Little Rock, Ark. M 
Prichard has been associated with tl 
Arkansas Central Power Company f« 
the past twenty years. He entered tl 
service as conductor. 


Dr. Wilhelm Mattersdorf and Wi 
helm Stein of the Hamburg Elevate 
Railway, who have been in this countr 
on a short visit, returned to Germar 
on May 28. In company with Gustav 
Leo, chief of the Hamburg state civ 
engineering department, they inspecte 
a number of rapid transit lines ar 
electric railways in the larger cities « 
this country. Dr. Mattersdorf, befo: 
sailing, said that the trip had been ver 
instructive and that the delegatio 
hoped, after its return, to make use « 
the impressions derived. 


Obituary 


John E. Harvell 


John E. Harvell, division manager ( 
the Virginia Railway & Power Con 
pany, died recently at his home : 
Petersburg, Va., after a long illnes 
Mr. Harvell had been with the compar 
for many years and was in charge « 
its railway operations in Petersbur 
in Richmond and on the company 
Petersburg-Richmond interurban line. 

Mr. Harvell’s experience extend 
over thirty-seven years in constructic 
work and in the operation of railwa 
light and power activities. It was 3 
1887 that he secured his first job as 
lineman with the Upper Appomattc 
Company, a pioneer water company. | 
few years later he was made assistal 
superintendent and still later was pr 
moted to the position of superintende! 
of operations. In 1898 when the inte 
urban line was put into operation bi 
tween Richmond and Petersburg, M 
Harvell was placed in charge of tl 
service. Later his best attention we 
given to hydraulic power developme! 
which was being made on the Appoma 
tox River, but in 1909 when the Vi 
ginia Railway & Power Company wi 
organized he continued in charge « 
the operations of the interurban ar 
Petersburg city lines. From then ¢ 
he became steadily more prominent | 
both the railway and light and po 
departments until in the fall of 1921 
assumed new duties as general manag‘ 
of the Richmond-Petersburg division 
the property, succeeding C. B. 
chanan, but continuing to have 
charge of the company’s light and p 
business throughout the entire syst 
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- Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 


for Discussion of Manufacturing and Sales Matters | 


‘Regulation from Within 


an Abuses Which Give Rise to Govern- 
ment in Business Be Eliminated by 
the Voluntary Action of the 
Industry Itself? 


The advancement of science and our 
creasing’ population require ¢on- 
antly new standards of conduct and 
reed an increasing multitude of new 
ules and regulations, according to 
erbert Hoover, Secretary of Com- 
erce, speaking before the recent an- 
ual meeting of the United States 
hamber of Commerce at Cleveland. A 
ost of such regulations are necessary 
» maintain human rights in this in- 
istrial era. The question to consider 
whether these restrictions are to be 
aveloped solely by government or 
hether they cannot in some large part 
2 developed by voluntary action of 
isiness. 
No one disputes the necessity for con- 
antly new standards of conduct in re- 
tion to our modern tools and inven- 
ons. Our public utilities are wasteful 
id costly unless we give them a privi- 
ge more or less monopolistic. At once 
hen we have business affected with 
onopoly we must have regulation by 
w. Much of even this phase might 
uve been unnecessary ‘had there been 
higher degree of responsibility to 
ie public, higher standards of business 
‘ractice among those who dominated 
ese agencies in years gone by. 
There has been, however, a great 
tension of government regulation be- 
md the field of public utilities into the 
lds of distribution of commodities 
id credit. When legislation pene- 
ates the business world it is because 
ere is abuse somewhere. A _ great 
al of this legislation is due rather to 
e inability of business to so organize 
, to correct abuses, rather than to any 
ck of desire to have it done. 
The vast tide of these regulations 
at is sweeping onward can be stopped 
it is possible to devise out of the con- 
ience and organization of business it- 


lf those restraints which--will cure’ 


use, eliminate waste and prevent un- 
essary hardship in the working of 
ir economic system. It is vitally 
cessary that we stem this tide if we 
juld preserve that initiative in men 
1ich builds up the character, intelli- 
nee and progress of our people. 

Practically our entire American 
orking world is now organized into 
me form of economic association: 
e have trade associations and trade 
stitutes embracing particular indus- 
les and occupations. We have cham- 
rs of commerce embracing repre- 
ntatives of different industries and 
mmerce. We have the labor unions 
presenting the different crafts. We 
ve associations embracing all the dif- 
rent professions—law, engineering, 
sdicine, banking, real estate, and 


what not. We have farmers’ associa- 
tions, and we have the enormous 
growth of farmers’ co-operatives for 
actual dealing in commodities. Of in- 
direct kin to this is the great increase 
in ownership of industries by their em- 
ployees and customers, and again we 
have a tremendous expansion of mutual- 
ized insurance and banking. 

Association activities are the prom- 
ising machinery for much of the nec- 
essary determination of ethical stand- 
ards. We have in them not only the 
agencies by which standards can be set 
but by co-operative action among the 
associations representing the different 
stages of production, distribution and 
use we can secure a degree of enforce- 
ment far wider than mere public opinion 
in a single trade. When standards are 
agreed upon by the associations repre- 
senting the manufacturer and distrib- 
utor and those representing the user 
we have a triple force interacting for 
their enforcement. 


Business Holding Up Well 


Business as a whole, measured by 
any other than the peak standards of 
1920 and early 1928, is still at a fairly 
high level. This is the conclusion 
reached by the Guaranty Trust Com- 
pany, New York, based on wide study 
by its experts anticipatory of the com- 
ing summer season. 

Changes which are taking place were 
easy to forecast. The readjustments 
were not unexpected. The persistence 
of generally cautious buying by dis- 
tributors and the close conformity of 
production with current scales of con- 
sumption, as well as the maintenance 
of an unusually strong position of the 
banks, have preserved the bases for 
orderly changes now under way. 

The continued ease in the money mar- 
ket represents a credit situation 
markedly different from that obtaining 
in the latter part of 1920. There is no 
possibility of such drastic financial re- 
adjustments as were then necessary. 

During the greater part of the period 
since the spring of 1923 the trend of 
the general level of commodity prices 
has been distinctly downward. Such a 
trend is commonly characterized by 
narrowing profit margins, smaller trade 
volume and reduced demand for labor, 
with a consequent decline in wage 
levels. The peculiarity of the situation 
during the last year lies largely in the 
relation between the movements of dif- 
ferent groups of commodity prices, 
which has been such as to prevent a 
general drastic reduction of profit mar- 
gins. While wage levels, representing 
one important group of costs, have been 
high, the prices of raw materials and 
other producers’ goods, representing 
another group of costs, have declined 
with relative rapidity. 

The survey says it is apparent that 
the present conflicting tendencies can- 


not go on indefinitely. With com- 
modity prices declining and wage levels 
rising, the cost of labor is becoming an 
increasingly important factor in the 
ultimate prices of consumers’ goods. 
This fact is reflected in the growing 
disparity between prices of commodities 
in the different stages of production and 
distribution. The longer these contrary 
movements persist, the more difficult it 
will be for employers to operate at a 
profit, and the stronger will become the 
resistance to further wage advances. 

The anomaly in present conditions 
lies not so much in the relative posi- 
tions of wages and prices as in the 
directions of their movements. Rising 
wage scales normally exert a strong 
upward pressure on the price level, both 
by increasing the demand for con- 
sumers’ goods and by raising the costs 
of producing them. At the same time, 
declining commodity prices tend to 
lower wages by making it unprofitable 
to employ labor at existing levels. The 
bank sees wage reductions as inevitable 
if the present decline in commodity 
prices continues. The hope is expressed 
that workers will recognize the neces- 
sity of revising wage scales to conform 
to the movement of prices. 


Large Lumber Cut in 1923 


The lumber cut in 1923 of 733 large 
sawmills, reporting to the Census 
Bureau, shows a rate of increase over 
the cut of the same mills in 1922 of 
13.9 per cent, according to the United 
States Department of Commerce. 

These mills contributed 47.3 per cent 
of the total reported cut of all mills in 
1922, on which basis the reported cut 
for 1923 will equal 36,000,000,000 feet, 
or the largest reported since 1914. 

In 1920 the Forest Service estimated 
that the total cut of lumber was 33,800,- 
000,000 feet on the basis of 29,878,360,- 
000 feet as reported by 15,978 mills. 
On the same relative basis, the total cut 
of the country in 1923 would be the 
largest since 1918. 

The figures for 1923 from 733 mills 
are considered by the Census Bureau as 
indicating with’ fair accuracy the con- 
ditions prevailing in the industry in 
the important lumber regions, since the 
mills to which they relate are dis- 
tributed in twenty-eight states and con- 
tributed 47.3 per cent of the total cut of: 
all mills reporting for 1922. All but 
two states, Louisiana and Missouri, 
show increases for 1923 over the output 
of the preceding year. 


Metal, Coal and Material Prices 


Metals—New York May 27, 1924 
Copper, electrolytic, cents perlb.......... 12.75 
Conner wire base, cents perlb............ Ws ae 


Lead, cents perlb.......0ecceescecernns 
Zine; cents per by. o'..ic deiec ceieieis/=[n\2101 va « ‘ 
Tin, Straits, cents perlb.............-... 41.50 
Bituminous Coal, f.o.b. Min 

Smokeless minerun, f.o.b. vessel, Hampton 


Roads, gross tODS.......0-ccersesevee $4.425 
Somerset mine run, Boston, net tons...... 2.175 
Pittsburgh minerun, Pittsburgh, nettons. 1.875 
Franklin, Ill.,screenings, Chicago, nettons 2.175 
Central, Ill,, screenings, Chicago, net tons. 1.625 
Kansas screenings, Kansas City, net tons.- 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

RP a Ayess annobacECprcrime mote ccanh $6, 36 
Weatherproof wire base, N.Y., cents per Ibs isa25 
Cement, Chicago net prices, without bags. $2.20 
Linseed oil (5-bbl. lots) N. Y., per gels... $0.97 
White lead, in oil (100-Ilb. keg), N. Y., 

cents per lb., carload lots. ............ 12.25 
Turpentine, (bbl. lots), N. Y., pergal...... £0.88 
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Fifty New Steel Subway Cars 
Being Delivered 


Delivery of fifty new subway cars has 
been begun by the Pressed Steel Car 
Company of Pittsburgh in fulfillment 
of the order filed last summer by the 
Brooklyn-Manhattan Transit Corpora- 
tion. Gerhard M. Dahl, chairman of 
the executive committee of the railway, 
says that about twenty of these are to 
be used on the western half of the new 
Fourteenth Street-Eastern Subway line, 
operation of which he believed would 
be begun about July 1. 

The Brooklyn company has agreed to 
operate the western half of the Four- 
teenth Street-Eastern line as soon as 
it is equipped, in order to provide rapid 
transit to Fourteenth Street and Sixth 
Avenue, Manhattan, for the residents of 
the vicinity of North Seventh Street, 
Metropolitan Avenue and Bushwick 
Avenue, as far east as Montrose Ave- 
nue. It is not anticipated by the com- 
pany officials that operation of this 
portion of the Fourteenth Street-Hast- 
ern line will relieve congestion at Canal 
Street. The congestion at that point is 
almost entirely due to the fact that the 
city has not completed the Fourteenth 
Street-Eastern line to East New York, 
as it agreed to do in 1913, where the 
line would connect with the Canarsie 
and Jamaica lines. 


Rolling sigur 


Baltimore & Ohio Railroad, Balti- 
more, Md., acting for the Staten Island 
Rapid Transit Railway, has asked for 
bids for eighty electric multiple-unit 
cars in accordance with the general de- 
sign described and illustrated in the 
ELECTRIC RAILWAY JOURNAL for May 
17, page 776. The specifications for the 
cars, motors, control, airbrakes, etc., 
were approved by the Public Service 
Commission and the New York Transit 
Commission before inquiries were sent 
out for bids. Some questions still re- 
main to be settled regarding the trucks. 
Further conferences ‘regarding this 
matter will be held with the commis- 
sion after the bids have been received 
on the equipment. The new cars will 
be 47 ft. between truck centers and 
67 ft. over the buffers. 


New York, New Haven & Hartford 
Railroad, New York, N. Y., has been 
authorized by the Interstate Commerce 
Commission to issue equipment notes 
in the sum of $1,048,000 to provide 
funds to be applied to the purchase 
from the Westinghouse Electric & 
Manufacturing Company of twelve 
electric locomotives, which are to cost 
$1,589,700. 

Detroit United Lines, Detroit, Mich., 
has added to its freight equipment fifty 
new trail cars, 47 ft. 6 in. long, 7 ft. 
5& in, wide, and 7 ft. ly. in. high. Ten 
of these cars are equipped with stag- 
gered side doors 10 ft. in width for 
automobile shipments and other traffic 
that cannot be handled through the 
ordinary side doors. The cars are of 
80,000 ib. capacity with steel under- 
frames. The company now has forty 
motor cars, thirteen of which are of 
the heavy locomotive type capable of 
hauling from five to fifteen trail cars, 
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and 183 freight trail cars, most of 
which are aproximately the same di- 
mension as the fifty new cars. All of 
the freight trail cars of the Detroit 
United Lines are available for loading 
to all points reached by electric rail- 
ways in the central states as far distant 
as Terre Haute, Ind.; Louisville, Ky.; 
Cincinnati, Cleveland, Canton, Akron 
and Youngstown. 


Houston Electric Company, Houston, 
Tex., has purchased the fifteen cars 
which it announced it would do early 
in the present year. The prospective 
order was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of Jan. 26, 
1924. The detailed specifications follow: 


DOF hse (ose Ole ce ee Ce Aug. 1, 1924 
Builder of car body.American Car Company 
Type offcearie)..\. Double-truck Birney cars 
Seating Camaeetey yc. oe oo sielecaraeeig 44 
Lenethoveremilec. sc. ke hee Seti cle iia. 
Truck wheelbase i 
Width over all 
Height, rail to trolley base...15 ft. 5 im. 


TS OG ete M OE em tales oi.sce vs, '0. a ecalehelfane All steel 
Interion? trie. 4... Light colored mahogany 
TRO GLa keene eras ok. os 6 6'ee ecg beaneaions .Areh 
Pew bio eh ee OP Westinghouse 
Car SISMepES SUCTION 6... oie cle cua ptarelle Faraday 
COMET OMe reir ics. ss K 35, double end 
Curtain narenian . so ee sti wel Pantasote 
DECSHIAACIOMMSTETIE 8s... . wo seleeyal ete Hunter 


Door-operating mechanism, 


St. Louis-pneumatic ~ 


Sek se ese Se) GS 5 ei os Johnson 
WGN GETS] Merepmiet iis nce se. ols H. B. lifeguards 
Gears WAMEOIMIOMS! | 6... 6 ele esl e « yreuels Helical 
Plano wp aemiera iy |... 5 nce eae Peacock 
me KefeKoU by A ONES 4 45 See Golden Glow 
MOtors cpreieisirecrs » 4 Westinghouse No. 508 


Registers) y55.....'....Dapron air register 


Sash fixtures..... O. M. Edwards, No. 13 
SORTS UO Iiicifs oi. ss Brill Waylo special 
Seating material....... Canvas lined rattan 
Slack adjuster....American Brake, Type E 
STO eee eis. oe et alten ee Feralun 


Trolley catchers 


IRR yee Wont 1 Keystone 
Trolley base 


52.5) oe Simplex No. 3 


TE VUCKSialaeeenne ta <'s 6 5 as es Brill No. 77 E 
Agssonikeweics! 1)... (Mme aera Utility 
'WheC Sipe ites ss Davis Steel, 26 in. 


os athe Economy meters 


Houston Electric Company, Houston, 
Tex., expects to purchase ten additional 
buses similar to the ones now in opera- 
tion and each seating twenty-nine pas- 
sengers. 


Southern Canada Power Company, 
Montreal, Canada, has purchased from 
the F. B. Cutter Company, 50 Church 
Street, New York City, a number of 
one-man, single-truck Birney safety 
cars which will be put in service at 
Sherbrooke, Canada. 

Cincinnati & Dayton Traction Com- 
pany, Hamilton, Ohio, through Receiver 
Sohngen has been authorized to pur- 
chase six new cars of the one-man type 
by the Montgomery County Common 
Pleas Court. The total cost is $39,492, 
of which 25 per cent will be paid in 
cash. The cars will be installed on the 
Hamilton city lines. 


Track and Line 


Los Angeles Railway, Los Angeles, 
Cal., has started reconstruction of 
Forty-eighth Street from Van Ness to 
Sixth Avenue. New girder rail will be 
used. 

Kansas City Railways, Kansas City, 
Mo., was granted permission on May 
19 by the upper house of the Kansas 
City Council to construct a double- 
track loop around Muehlebach Field. 
Twentieth Street to Twenty-second 
Street and Euclid Avenue to Brooklyn 
Avenue. The plan includes the pur- 
chase of two lots at the northwest 
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corner of Twenty-second Street and 
Euclid Avenue on which are to be con- 
structed a loading platform and a loop. 
The total cost of the improvements will 
be $39,800, to be divided as follows 
$34,800 for the double tracks, $3,000 
for the loading platform and $2,500 
for the lots. The plan to carry o 
this improvement was reviewed in the 
ELECTRIC RAILWAY JOURNAL for May 


Knoxville Power & Light Company 
Knoxville, Tenn., expects to rebuild its 
tracks on Jackson Street. 

Department of Street Railways, 
troit, Mich., will lay 2 miles of single 
track on Stotten Avenue and about 2 
miles of single track on Warrent Ave: 
nue. In addition, 1 mile of double track 
on Grand River Avenue is to be recon 
structed. All new track is being la 
with 100-lb. A. R.A. 6-in. rail on twit 
steel ties in a monolithic concrete b 
14% in. deep. This is the standard con- 
struction in Detroit. 


Trade Notes 


~ C. D. Price, for many years co! 

nected with the Industrial Works 

Bay City, Mich., recently as travelin 
service engineer, has been appoin 
district sales manager of the St. L 
district with headquarters at the Rail 
way Exchange Building, St. Louis. 


White Manufacturing Compa 
Goshen, Ind., is building a new fact 
and adding to its equipment so that i 
can better take care of its business. 


H. E. Listman, formerly manager | 
the motor coach division of the Garfo1 
Motor Truck Company, has joined t 
Yellow Coach forces at Chicago as ai 
sistant general sales manager, repor 
ing to G. T. Seeley. 

Railway Service & Supply Corpor: 
tion, Indianapolis, Ind., has filed its ce 
tificate of incorporation in the office 
the Secretary of State at Albany ar 
will engage in business in New Yo 
State. The corporation, of which Jam 
P. Goodrich is president, is capitaliz 
at $400,000 and will dispense railw 
service and supplies. Its New Yo 
office is Buffalo, N. Y. Mote & 0¢ 
rich, Indianapolis, are its attorneys. 


Conveyors Corporation of Ameri 
Chicago, Ill., has announced that, 
tive May 1, Colwell & McMullin, 
New England representatives, will 
located in new offices in the P: 
Square Building, Boston. Colw 
McMullin handle the sales of Am 
steam jet ash conveyors, American a 
tight doors, and other power plant s 
cialties in Boston and the New E 
land states. ‘2 


C. H. Smith, assistant secretary 
the Westinghouse Air Brake Comp 
and director of clerical operations of 
that company’s interests, has, in ai 
tion, been elected vice-president of 
Westinghouse Union Battery Comps 
Swissvale, Pa., subsidiary of the W 
inghouse Air Brake Company. — 
Smith began his connection with 
Air Brake Company in 1900. 
Smith is a recognized authority on 
accounting and is prominent in 
national councils of a number of © 
ness organizations. ¢ 


